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In the vast industrial territory tapped by the ERIE LINES is the 
ideal spot for your plant. Without obligation our Industrial 
Department will submit a survey. : 


GEO. F. WESTON, Industrial Commissioner 
Cleveland, Ohio 
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DIRECT STEAMER SERVICE ¥ 
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Nowadays the wise marketer has little dling and storage, you can hold your AIR 
faith in ‘‘tomorrow’’. ‘‘Today”’ is the goods in transit awaiting your instruc- 
time to act. Markets don’t ‘‘stay put’’ tions for forwarding anywhere at a 0 
for long. So the wise ones are making moment’s notice. Immediate direct 01 
full use of the central location and switching to all trunk railroads entering 
modern terminal facilities of the Termi- St. Joseph—without charge. Watch THE 
nal Warehouses of St. Joseph, Inc., for your markets from wherever you are— 
storing their commodities in transit. but hold your goods in transit here. QUE 
‘ Whether for an hour or a year, your 
You, too, can make profitable use of this ss S AEE age 
center. Here, in thoroughly modern, — be given perfect care while in DIG 
fireproof warehouse buildings, located in : 
almost the exact center of the country Write for details and rates of this reliable DOI 
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TERMINAL WAREHOUSES OF ST. JOSEPH, INC. 
Cold Storage Capital $400,000.00 Merchandise Storage 
South St. Joseph, Missouri 
H. C. Herschman, President MEMBER: 
American Warehousemen’s Association 
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In Texas or in California, in 
Washington or in Florida, ship- 
pers are assured of the type of 
cars they want, when and where 
they want them. Whether for a 
single trip or a long-term lease, 
North American's nation-wide 
facilities are at their command. 
Our modern cars are maintained 
in perfect condition in our own 
shops. 











TAN K, 


and 


POULTRY 
CARS 












Regardless of the nature of your 
shipping needs, let our experts 
suggest a means of handling them. 
No obligation, of course. 
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Line service. all j 
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Our entire freight service is predicated upon the 
to 0 


principle that only so long as we’re helpful to our oe 
clients is our service justified. 


By being helpful, we mean that our traffic counsel- _ 
lors will be glad to come into your office and go into law 
your shipping problems with you in detail. You will man 
find their counsel helpful, and they’re glad to give it. on 

By being helpful, we mean that when you in- 
struct us that a shipment must arrive on a certain 
date, your expectations will be fulfilled. T 


By being helpful, we mean in a word, that when 

O you turn a shipment over to us, you need never think Ini 
O —need never worry—about that particular shipment | 
| N cb again. lem 
Try us out sometime. Let us show you in action = 

what we conceive “shipping help” to be. | of) 
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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. ; . 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





MOTOR VEHICLE REGULATION 


HE report of the Interstate Commerce Commission 

in the matter of coordination of motor transportation 
is what the Commission terms it—a report of progress. 
In many of its phases it is to be highly commended. It 
certainly makes clear that “unrestrained competition is 
an impossible solution of the present transportation prob- 
lem and is incompatible with the aim of coordination 
under regulation.” But since the Commission is so em- 
phatic in its enunciation of this principle—the soundness 
of which ought to be obvious to everybody—it is rather 
surprising that it does not go farther in its recommenda- 
tions as to what should be done about the situation. It 
recommends rather full and complete regulation of the 
busses, but temporizes sadly when it comes to the trucks. 


It is understandable, of course, that the Commission 
should hesitate in laying down exact specifications in the 
matter of motor truck regulation and payment for the use 
of the highways but if, after the exhaustive investigation 
it conducted over the country and the hundreds of wit- 
nesses it heard, it is unable to go farther than it does 
in prescribing methods for equalization as between the 
regulated railroads and the unregulated trucks, when may 
we expected anyone with a voice approaching authority 
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to be more definite? How old must a thing be before it 
ceases to be called young? How long does it take wise 
men to perceive principles? When shall we know more 
than we know now as to the necessity of equalizing the 
regulation applied to competing forms of transport? 
What is to be gained by temporizing and “passing the 
buck?” 

We have heard much of the ineptitude of the rail- 
roads in dealing with this situation because of their 
failure to get properly into the motor transportation busi- 
ness and because also of their failure to suggest or recom- 
mend specific items of regulation that should be taken 
from their shoulders in order to equalize conditions with 
respect to their competitors. Some of this criticism is 
justified. But how much better than they in this respect 
are the members of the Commission who dally with this 
subject of motor truck transportation without getting 
anywhere? 

The effect of the Commission’s failure to deal deci- 
sively with the matter will be more serious than just the 
fact of its befuddlement. We can hear now those who 
are opposed to real truck regulation citing the expressions 
of the Commission in support of their views—among them 
many who overlook no opportunity to abuse the Commis- 
sion for its alleged shortcomings and incompetence in deal- 
ing with other matters. “Lay off the motor trucks for the 
present,” they will say. “Who knows more about it than 
the Commission, and that’s what the Commission sug- 
gests.” Of course, a judge is righteous when he decides a 
case the way one wishes it decided, though he is most 
unrighteous when he decides another case the other way. 

Commissioner Lewis is an exception to the criticism 
we have voiced. His suggestions as to truck regulation 
may or may not be sound, but they at least are specific 
and look definitely toward accomplishnig the equaliza- 
tion that the Commission vaguely envisages as a possible 
thing for the future. 

One thing in the report that deserves especial men- 
tion is the Commission’s treatment of the question of the 
volume of freight handled by motor trucks. It does not 
go as far as we do in estimating that volume, but it goes 
considerably farther than other estimates we have heard 
and, at least, shows that the trucks are respectable com- 
petitors of the railroads and that their importance in this 
respect is growing. Of course, as we have pointed out 
before, the size of this traffic has nothing to do with the 
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principle involved, if one’s mind is clear and logical, but 
many persons think it has; therefore, the Commission has 
done a service in setting forth these figures. 

It is to be borne in mind, of course, that the Com- 
mission is not deciding what shall be done, but is merely 
making its recommendations. It is for Congress to make 
the laws and the Commission merely to enforce them to 
the extent that it is charged with that function. Never- 
theless, what it says will carry weight not only with the 
public but with Congress. We suggest to it that, if it 
does any more investigating of this subject, it call before 
it shippers who favor real truck regulation and motor 
truck operators who also favor it. There are many of 
both, and the number is growing. An investigating body 
does not always get an entirely correct picture when it 
hears only voluntary witnesses. 

However, we realize that it takes time to bring 
about reforms, however obvious the need for them, and, 
on the whole, we find encouragement in this report of 
the Commission. 


RAILROAD AND MOTOR “TAXATION” 


RDINARILY we pay little attention to editorial utter- 
ances of other publications and their disagreements 
with us. In the first place, our readers are not inter- 
ested in such controversies, and, in the second place, we 
concede to others their right to their views—mistaken 
though they may seem to us—and do not feel it incumbent 
on us to correct everybody’s mistakes. But the following 
editorial from the New York Journal of Commerce is 
an exception: 





The Traffic World, usually a careful and well-balanced 
publication, illustrates in a recent number the dangers of blind 
partisanship in the consideration of complex public questions. 


A discussion of the relative burden of railroad and motor 
vehicle taxation contained in these columns some time ago 
called attention to the factors that must be considered in mak- 
ing valid comparisons of this nature. Since the motor vehicles 
have their roadway provided without charge in the first instance, 
while the railroads must build and finance their right of way 
at great cost, it was suggested that the total of taxes on the 
former should be sufficient not only to cover the cost of financ- 
ing and maintaining highways but also make a contribution to 
the general cost of government similar to that paid by the 
railroads. Where gasoline, license and similar imposts now 
establish such equalization, it was suggested that serious ques- 
tion exists as to whether further motor vehicle taxation was 
equable or expedient. 

The Traffic World suggests, instead, that, in comparing 
relative tax burdens, “gasoline tax and license fees should be 
deducted from motor vehicle ‘taxes.’” In its blind fury over 
the present burden of railway taxation, it wishes to order the 
method as well as the amount of taxation which motor vehicles 
should pay. Provided the total tax burden is equalized, includ- 
ing the cost of financing and maintaining the highway, it is 
quite presumptuous for self-appointed defenders of the railways 
to go further and decree the exact type of taxation that should 
be levied on motor vehicles, and rule out gasoline and license 
fees as belonging within the category of taxes regardless of 
their amount. 


There is a salutary tendency among railroad men at the 
present time to seek co-ordination of transportation facilities 
through equality of regulation on a “live and let live’ basis. 
Misguided attacks like that of The Traffic World on other types 
of transportation will do more harm than good to the ultimate 
likelihood of success of such a co-ordinated transport program. 


This comment refers to an editorial in The Traffic 
World of April 2, in which we referred to the views of 
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the New York Journal of Commerce because of the yg 
the National Industrial Traffic League had made of they, 


We venture to point out that even “blind partigap. 
ship” may be less dangerous than ignorance of a subject 
with which one is dealing and inability to get the point t) 
which one addresses one’s self. If the Journal of Com. 
merce were as conversant as it should be with the matte 
in controversy, it would know that The Traffic World jx 
not a railroad partisan and that it is giving its bes 
efforts—such as they may be—to bringing about proper 
coordination of all kinds of transportation on a sound and 
fair basis. Our criticism of the Journal of Commerce was’ 
merely on the point that it compared things that were 
not comparable in showing that the railroads paid taxes 
of $307,000,000 as against $1,222,000,000 paid by motor 
vehicles in the same period. Our point was that, if such 
a comparison were made, either cost of constructing and 
maintaining their roadways should be added to the taxes 
paid by the railroads, or gasoline tax and license fees 
should be deducted from the “taxes” paid by the motor 
vehicles. Our comment was not at all dictated by consid. 
eration of the “present burden of railway taxation,” to 
which we have given little attention, except as we all are 
exercised over the unwarranted burden of taxation that 
all of us are bearing, due to extravagant policies of gov. 
ernment. We made no attempt in our “blind fury” to 
“order the method as well as the amount of taxation 
which motor vehicles should pay.” 


If the Journal of Commerce would read The Traffic 
World more regularly—as, really, it should do—it would 
know that we merely hold that, by scientific and unbiased 
study, a principle should be established as to what part 
of the cost of construction and maintenance of highways 
should be paid by the commercial motor vehicles that use 
them in their business, and then that a uniform method 
of collecting that amount should be set up. We have even 
said that it is possible they pay too much. What we said 
in the particular editorial referred to was merely for the 
purpose of correcting a sad error of logic into which the 
Journal of Commerce, and those who gave publicity to 
its views, seem to have fallen. 


FIFTEEN PER CENT CASE, 1931 


The Board of Railroad Commissioners of Montana has de- 
nied outright the petition of carriers to put into effect intra- 
state in Montana advances in rates corresponding to those per- 
mitted for interstate application in Ex Parte 103, Fifteen Per 
Cent Case, 1931, according to advices received by John E. 
Benton, general solicitor of the National Association of Rail- 
road and Utilities Commissioners. Evidently the carriers felt 
that this denial was coming, said Mr. Benton, for Montana was 
one of the eleven states complained against by railroads as not 
having permitted intrastate increases the same as the Commis- 
sion permitted for interstate application. Continuing, he said: 


The denial is based upon the provision of Montana law which 
forbids the board to authorize any increase except upon a finding 
that it is just and reasonable. The carriers introduced the record 
before the Interstate Commerce Commission, the contract between 
the rail carriers for distribution of the proceeds of the advances, and 
certain supplemental evidence relative to the financial needs of Mon- 
tana carriers. The board said that all of this evidence related to 
the financial needs of carriers. Considering the Montana statute and 
decisions thereunder the board concluded that it was without au- 
thority to consider a rate case “purely from the standpoint of the 
financial or revenue needs of the carriers’? and that a conclusion 
upon the record made that the proposed increases upon the traffic 
affected would be just and reasonable would be an arbitrary finding 
in that it would be made without evidence to support it. 
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tions asking for something in the way of a Commission-initiated 
proceeding are held by the Commission as if they were highly 
confidential, loaded with state secrets, and likely to explode 








San. . © if the public were permitted to learn about them. Sometimes 
om Current Topics in petitions such as the express companies filed last February are 
Ject - made public in the customary way when action is taken on 
t to W h them. At other times, those who hope to be kept informed by 
om as ington watching the outgivings of the secretary’s office must send for 
‘ the docket when they learn that a petition has been filed and 
tter acted on, as in this berry rate proceeding. 
d is RR eee This uncertainty about numbers and the method of handling 
: ‘ petitions imploring the Commission to initiate something seem 
dest ; Paige yt md ll win to be remnants of the days when the clerks in the docket divi- 
per Who Ran the First = ed, e ee pons “a. sion depended considerably on their memories about proceed- 
Air-Cooled or gen as in 1. ms ao J to 88 and questions before the Commission. In those days, it was 
and se = pe nae ed or _ ne in the Considerable fun for them to argue as to whether a thing should 
vas Air-Conditioned Train? w se was the urst ral 7 be called an ex parte or formal docket proceeding. 
- — — pn egg ht say that no one could ., _ 2H¢ Only thing reasonably certain about numbering is that, 
ere Word juss _ “ed a toon = emaitiieena cn Agee if a man who is aggrieved about a rate adjustment sends in a 
Xes possibly aoe a din eae pss ne a scien alt anion team ier yt headed X. Y. Zimines vs. A. & R., it will take a for- 
because = mal docket number. If he sends in a petition asking the Com- 
tor do not run to the contrary. The man who gy pr oy _—_ mission to do something about a rate situation outlined by 
ich ran an air-conditioned train. In the end, t Agee gg oy A ; him, it may come out as an ex parte proceeding—for which, 
- as to the identity of the man or company that ran the irs by the way, there is no satisfactory definition, because all 
eer ate advertising men are the ones who have x parte prosnetings reewlt ih someones Sele ene 8 fH 
x asse 8 ee : ; , ‘ 
laid the foundation for the discussion by telling about this, that, rg a 2 ey Se ee ee ary oe 
~_ or the other being the first “long distance air-cooled train” or ' 
tor the first “air conditioned through sleeping car train.” If one were inclined to be cyn- 
id. It may be necessary, before the argument can be properly Wet and Dry Argument ical, he might suggest that this 
staged, to observe the Voltarian rule calling for a definition of ‘ bothering about the eighteenth 
to terminology. An air-conditioned train, if full weight is given to Makes This a Better amendment to the Constitution 
re all the words, means one the air in which may be cooled or World for Some makes this a better world for some 
heated, moistened or dried. In modern practice, all trains are folks to live in. 
at warmed, when ey seny aoa gerd not be “+ —, also, though _ There are certain ladies and gentlemen who get salaries, 
wy. the time may not be far off when all will be cooled. in part, for the work they do either to bring back King Gam- 
Aside from the joviality that may be evoked by the declara- prinus and John Barleycorn or keep them away. The more 
to tions of the rival advertising men, it may be suggested to those the garden variety of men and women get warmed up over 
on en _ berg 8 hada age phage rage ge geot me see, the better paid the professional wets and drys are 
m ike oO be. 
gone to the hot place in a hand basket. —— know there is heantinn the Constitution is a slow and expensive work. 
fic going to be business again and that the only way service Or go long as both sides deem it necessary to amend the Con- 
goods can be sold is to keep before those who sage day will stitution that long the job will last. One of the most notorious 
Id buy that there is something worth a so t ; ag ge facts is that the Constitution is not self-enforcing. Congress 
ed buyers will know where to buy when the gloom has been dis- jg quty-bound to enact statutes to give it effect, 

‘ pelled. Years ago Congress passed what is known as the Volstead 
ir _ act, saying that anything containing more than one-half of one 
ys In the matter of giving numbers to per cent of alcohol should be deemed intoxicating. Somebody 
- Artistic and proceedings initiated by it, the Commis- attacked that as not so, but the courts have upheld the theory 
| Poetical Impulses sion is as disorderly as poets and artists that Congress and Congress alone has the power to establish 
od —s are supposed to be. It also has done at a standard. Even if the courts think Congress has played the 
- Sway Commission least one thing that suggests that it may clown, it does not follow that they will undertake to substitute 
; be as absent minded as the professor who their judgment for the judgment of the statute-writers. 

id ate his lunch and then wondered what had become of the Suppose Congress enacted a statute declaring that any- 
he frog (dead) he had intended to use in his lecture. _ thing containing more than 50 per cent alcohol (the alcoholic 
‘ There is no known rule that governs it in the rei content of so-called good whiskey) was to be deemed intoxicat- 
e of docket numbers to the things it starts. For instance, Ex jing. Would it be logical to think that the courts would substi- 
to Parte 57 is the 1917 rate case. One might infer that all other tyte their own judgment for that of the statute-writers by say- 
rate proceedings would also carry ex parte numbers. But not ing that having a content in excess of 4.5 per cent (the alcoholic 
= pegs Men ee age age Re aga nage gee of anne aoe ron Diag ay be deemed intoxicating? 
’ e most, it might be suggested, that the Supreme Cou oul 
case in which rates were increased to cover the increases in say would be that the aie as to whether mye ane 
expenses that took place in the period of government control not intoxicating was a question of fact to be decided by the jury. 
“ of the railroads. : Then there would be real money for the bootlegging element 
“4 The big southwestern revision, No. ah ~~ not _— to control the selection of jurors so that no jury would ever 
rec y i i its i er ry ng “ ” 
> Il 2 teas Geughtn tonke ty 8 agnor, tow Wem solme ‘Thave map be anus Souk of Sank gant Que an Bee. 
“ wrested from it to serve as the cover for the whole list of 
1: formal complaint cases. ; bN The other day Senator McKellar, 
It _ Just to make the case a bit harder, Ex Parte 87, sub-No. 1, +p, Toe-Tramping of Tennessee, was talking much about 
oe is now part of No. 17000, rate structure investigation, part 2, subsidies he said were being paid to 
it western trunk line class rates. Ex Parte 87 is a proceeding Ashurst Tells ship companies, but not naming them 
. concerning railroad revenues in the western district. McKellar Something until he got ready to do so. His course 
se ™ But the prize is Ex Parte 105, proposed increase in express aroused the ire of Senator Ashurst, of 
ates on berries. In addition to suggesting the absent minded 1jzona. “Muscling in” on the Tennessean, Ashurst brought 
h professor, it might be suggested that the title of that pro- pout this: 
iB ceeding should be “Topsy’—it “just growed.” The Commission, 
: up to the time this was written, had not put out an order insti- ji Ms. aches. ay. Presitent, the Benator does not 4 anything 
i ; : $ i ; ut about cutting o e subsidies. Name e men to wnom ese 
. a it. The public learned about its existence, in the prec e unlawful and improper moneys are going. We are anxious to vote 
a e Commission, when it was announced that a hearing would with him, but these large, vapid mouthings about cutting off the 
a be held on the subject at the time and place designated. How- subsidies do not get us anywhere. Tell us who they are, and I will 
- ever, it is suspected that those who are interested will believe, vote with the senator. But stop this mouthing about cutting off 
e from the fact that a hearing has b d, that the pro- *" "Nir “Mckellar. It is di y y 
= : at a hearing has been announced, a p Mr. McKellar. It is difficult for anybody to do that while the 
” ceeding is in existence. senator from Arizona is on his feet, becaues he makes so much noise. 
f The way the Commission has of handling such a matter is Mr. Ashurst. When I talk I not only get on my own feet but 





suggestive of proceedings of the court of star chamber. Peti- 





I get on some other people’s feet which ought to be trodden on. 
Mr. McKellar. 


I think that is a very unfair and improper way of 
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legislating. It is wholly unnecessary. I think we ought to keep our 


tempers. 
Mr. Ashurst. Mr. President, the man who, in the peril of his 
country, keeps his temper, is a moral coward. 
Mr. McKellar. I decline to yield to the Senator longer. 


Thomas Lindsay Blanton, repre- 
sentative in Congress from Abilene, Tex., 
a more or less stormy petrel, whose 
autobiographical sketch in the Congres- 
sional Directory lists a widow among 
those whom he has defeated for office, 
has endeared himself a bit to government clerks by calling 
attention to the fact that a retired army general, with retired 
pay of $6,000 a year, holds a civilian job in Washington that 
adds $9,000 a year to his emolument. Blanton has found a 
number of other men holding two jobs at the same time, that 
of retired officers and holders of civil offices as well, getting 
the full pay of each place. 

Blanton has also found a lawyer in the veterans’ bureau 
who is drawing $9,000 a year as salary and $187.50 a month 
as “compensation,” though, according to Blanton, he served only 
about thirteen days as a major, the things with which he had 
been suffering before he went to war having been “aggra- 
vated” while he was performing military service. 

Ordinarily, people in the District of Columbia do not appear 
to think much of Blanton’s discoveries, but these seem to draw 
forth popular approval, the people of the federal district seem- 
ing to think that the men appointed to civilian places in their 
local government should be District of Columbia men and that 
army officers, too old for active service, should not have offices 
that are finer than the plum Jack Horner pulled out of the 
pie.—A. E. H. 


RAILROADS ARE PROGRESSIVE 


Critics of railroad management who hold that railroad prac- 
tices are behind the times, and that railroad officials should 
take a leaf from the book of research of other large industries, 
don’t know what they are talking about. That, in effect, was 
the assertion of M. J. Gormley, executive vice-president of the 
American Railway Association, in an address before the monthly 
dinner meeting of the Western Railway Club, at Chicago, April 
18. Mr. Gormley challenged comparison between the record of 
the railroads of the last ten years and that of any other indus- 
try, asserting that the railroads would not suffer from such 
comparison, in terms of increased efficiency and adoption of 
modern practices. 

“What the railroads most need,” he declared, “is protection 
from their well-meaning but unknowing friends.” Among other 
things, he said, it had been suggested in various quarters that 
the railroads should attack their problems through a central 
research organization, such as had been successful in other 
lines of business activity. The implication was always left by 
the railroad critics, he pointed out, that little or no research 
had been undertaken by the railroads. He referred, as an illus- 
tration, to one statement that there had been no improvement 
in Pullman cars for forty years. As a general response to that 
type of criticism, he said a recent survey had shown that, 
through the various divisions of the American Railway Associ- 
ation, more than 3,000 items had been investigated by technical 
committees composed of men in day-to-day contact with the 
problems involved. A mere summary of these activities, he 
said, comprised a mimeographed booklet of 228 pages. 

“This represents the subjects considered and adopted im- 
provements in methods, practices and facilities,” he explained. 
“The statistical story constitutes an answer to the charge that 
the railroads have not kept abreast of other industries in im- 
provements.” 


Adoption by the railroads, in 1923, of the program for com- 
plete rehabilitation of the railroad machine, in order to furnish 
adequate transportation service to the shippers of the country, 
was characterized as the “largest undertaking ever attempted 
through cooperative units of an industry.” 

“The generally unsatisfactory conditions in 1920, 1921, and 
1922,” he said, “due to strikes on the railroads and in the coal 
mining industry, prevented the adoption of such a program be- 
fore 1923. At that time, the railroads of the country, despite 
the uncomfortable situation as to net earnings, agreed unani- 
mously to a program calling for the expenditure in 1923 and 
ensuing years of billions of dollars for replacement of obsolete 
cars and locomotives and improvement of other facilities, and 
set as their goal standards of operation and service which were 
questioned in some quarters as being visionary and impossible 
of attainment.’ 

As a result of the modernization of equipment and plant 
under this program, he said, operating expenses of the rail- 
roads in 1929 were 442 million dollars less than they would have 
been had there been no reduction in the unit cost of operation 
between 1923 and that year. The railroads today, he said, 
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owned 176,302 fewer freight cars and 10,905 fewer locomotives 
than at the high point of ownership. It is the opinion of the 
car service division of the American Railway Association th 
the railroads can handle the traffic of the country with 25 9 
less cars than they owned a few years back, which means that 
73,698 additional cars must be retired before that goal wil] be 
reached, he said—adding that, when it was reached it was eg}. 
mated, conservatively, that the savings therefrom would amoy; 
to 100 million dollars annually. q 

Modernization of equipment and plant, he said, require 
capital expenditures. But for the “voluntary” 10 per cent re 
duction of railroad rates by the Commission, in 1922, he sai 
the railroads would have been in a position to go much farther 
with their program of rehabilitation than had been the cage 

Foremost among things needed by the railroads to fulfj 
their functions in the future, he insisted, was regulation 
competing transportation agencies. “How can they compete 
when they don’t know what their competitors are going ty 
charge tomorrow morning?” he questioned. “The situation has 
got to be changed, and it will be.” 

Specifically responding to critics who say, on the one hand, 
that the railroad troubles are due to a lack of research and, op 
the other, that the development of competitive agencies of 
transportation necessitate drastic changes in railroad equip. 
ment, practices, and methods of operation, he continued, ip 
part, as follows: 


We believe anyone with a knowledge of the accomplishments of 
the railroads will appreciate the unsoundness of the first. In passing, 
it may be noted that none of the proponents of centralized re. 
search is a railroad man or a shipper. Of course the railroad man 
is familiar with the accomplishments of the railroads since 1923. The 
shipper, because of the improved service which he has enjoyed, and 
further, because of the knowledge obtained by him as to what the 
railroads were attempting to do through the regional shippers’ ad- 
visory boards, is also aware of the efficiencies and economies which 
have been effected and the concentrated cooperative effort of the 
railroads which brought them about. Would not these facts en- 
courage the conclusion that those making the suggestion that the 
railroads create a central reserch bureau are unfamiliar with what 
has been accomplished? 

As to the second premise, that the threat of motor vehicle com- 
petition provides a compelling reason for the adoption by the rail- 
roads of a policy of intensive and centralized research, while this 
basis is more sound, and incidentally more fair to the railroads, than 
the criticism implied in the other premise, there is, as to this, a 
tendency toward over-emphasis. Practically all railroads are engaged 
in motor vehicle experimentation. We do not believe anything could 
be added to this by a Central Research Bureau. There is no gain- 
saying the fact that under conditions existing today as to industrial 
activity, which is producing a greatly decreased amount of traffic, 
and the lack of government regulation of motor vehicle transporta- 
tion, this new method of transportation presents a problem which 
affects greatly the railroads. With the future correction of both 
of these conditions through a revival of business and the determina- 
tion of a fair competitive basis as between the railroads and their 
competitors, we believe many of the present difficulties will vanish. 
In connection with an exhaustive study recently made by the Inter- 
state Commerce Commission as to the situation with regard to 
motor vehicle transportation, that learned body expressed the con- 
clusion that the railroads are, and will continue to be, the back- 
bone and most of the other bones of transportation in this country. 


NEW PARCEL POST RATES 


Postmaster-General Walter F. Brown, by order, has amended 
the postal regulations, carried in the publication of the Post 
Office Department called Postal Laws and Regulations, so as to 
prepare the way for the changed parcel post rates, effective 
October 1, to which the Commission, in No. 24092, proposed 
changes in rates and regulations affecting fourth class mail 
matter, gave its consent. (See Traffic World, March 19, p. 609.) 

Third Assistant Postmaster-General F. A. Tilton has called 
the attention of the postal servige employes and the public to 
the new rates produced by the changes in the regulations of 
the Postmaster General in a notice as follows: 


Careful attention is called to the changes in the postage rates on 
fourth-class matter under Order No. 2388 of the Postmaster General 
dated April 7, 1932, amending subparagraphs (b) to (i), inclusive, 
paragraph 2, and paragraph 3, section 444, Postal Laws and Regula- 
tions, effective October 1, 1932. The new rates are as follows: 

First and second zones, 8 cents for the first pound or fraction of 
a pound and 1.1 cents for each additional pound or fraction thereof. 

Third zone, 9 cents for the first pound or fraction of a pound 
and 2 cents for each additional pound or fraction thereof. 

Fourth zone, 10 cents for the first pound or fraction of a pound 
and 3.5 cents for each additional pound or fraction thereof. 

Fifth zone, 11 cents for the first pound or fraction of a pound and 
5.3 cents for each additional pound or fraction thereof. 

Sixth zone, 12 cents for the first pound or fraction of a pound 
and 7 cents for each additional pound or fraction thereof. 

Seventh zone, 14 cents for the first pound or fraction of a pound 
and 9 cents for each additional pound or fraction thereof. 

Eighth zone, 15 cents for the first pound or fraction of a pound 
and 11 cents for each additional pound or fraction thereof. ; 

A fraction of a cent in the total amout of postage on any parce 
shall be counted as a full cent. 

There is no change in the rates for the local zone as set forth 
in paragraph 2 (a), section 444, Postal Laws and Regulations (eX: 
cept as indicated in the following paragraph); these rates are | 
cents for the first pound or fraction of a pound and 1 cent for each 
additional 2 pounds or fraction thereof. ; 

On parcels collected on rural routes, the postage is 2 cents less 
per parcel than at the rates shown herein, when addressed for local 
delivery, and 3 cents less per parcel when for other than local de- 
livery. 
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April 23, 1932 


MOTOR VEHICLE REGULATION 


On the conclusion among others, “that unrestrained compe- 
tition is an impossible solution of the present transportation 
problem and is incompatible with the aim of coordination under 
regulation,” the Commission, in No. 23400, coordination of motor 
transportation, opinion No. 17584, 182 I. C. C. 263-430, written 
by Commissioner Brainerd, recommends legislation that would 
pring both busses and trucks under regulation, the busses to a 
greater extent than the trucks. 

“Our recommendation is, therefore,” says the Commission, 
in a summing up of its report, “that Congress provide at once 
to put federal regulation to the test so far as the transportation 
of passengers by motor busses is concerned. . We also recom- 
mend that immediate authority be exercised over motor trucks, 
of both the common carrier and contract carrier type, to the 
extent necessary to locate those which are operating in inter- 
state commerce and obtain from them such information in re- 
gard to their operations as the Commission may reasonably 
require. In this way data will be secured which, as the legal 
situation clarifies, will be of great aid in pointing the way to 
further regulation in the public interest.” 

So far as this record showed, said the report, the demand 
for federal regulation of the transportation of property by motor 
truck came mainly from the railroads. There was little present 
demand by shippers, the Commission added, for such regulation. 

“The fact that shippers do not now generally recognize the 
need for federal regulation of motor truck operations does not 
prove that such regulation is not required in the public interest,” 
said the Commission. “The immediate advantages of unre- 
strained competition in transportation are easy to perceive; but 
the more remote consequences, which may be most injurious to 
all concerned, are not so easily foreseen and recognized. This 
has uniformly been the experience with such competition in the 
public services, of which transportation is the most important.” 

Continuing, the Commission says: 


The evidence in this investigation shows very clearly that such 
injurious consequences may be expected from, and to some extent 
have already been produced by, the unrestrained competition of 
motor vehicles with the railroads and with each other. Some of 
these consequences may thus be summarized: 

1. An instability in charges for transportation affected by the 
competition, resulting in widespread and unjust discrimination be- 
tween shippers and uncertainty as to the basis upon which business 
may be done. 

2. The loss of much capital invested in both the railroads and the 
motor vehicles. 

3. Radical changes in the railroad rate structure which, in the 
final analysis, may result in loading the traffic which is not affected 
by the competition with the utmost charges that it is able to bear. 

4, A tendency to break down wages and conditions of employ- 
ment in the transportation industry. 

5. Increase in the hazard of use of the highways. 


The Commission said that public regulation might be of 
three distinct general forms, one through taxation, another 
through the police power in the interest of public safety and 
convenience, and the third, regulation of rates, charges, prac- 
tices, service and other matters such as it exercised in the case 
of railroads. It said it was not its thought that anything should 
be done to suppress new means of transportation, such as those 
supplied by motor vehicles, which augmented and improved the 
Service furnished to the public. It said its thought was that 
regulation should be provided which would minimize injurious 
consequences by restraining competition within reasonable 
limits, encouraging desirable coordination between the rival 
— of transportation, and stabilizing rates and financial con- 
itions. 


Taxation, the Commission said, was a most important mat- 
ter, if conditions of competition were to be fair. Whether they 
were now fair in that respect, it said, was as yet far from 
clear. The evidence on that point, summarized in an appendix, 
it said, was incomplete and unsatisfactory. 


Its recommendations, the Commission said, must be re- 
8arded in the light of a progress report. They did not cover the 
utmost which it said they believed would ultimately prove neces- 
Sary and desirable in the way of federal regulation of motor 
vehicles. It added that they represented merely the first step 
which it believed it was wise and practicable to take under 
existing conditions. The recommendations follow: 


1. In docket No. 18300, Motor Bus and Motor Truck Operation, 140 
ae C. 685, we made certain recommendations for legislation. Spe- 
ically those recommendations which we renew in original or 
modified form are: 
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That federal legislation relating to the regulation of motor busses 
engaged in the transportation of persons on the public highways 
al ~~ ‘cree, commerce is necessary and desirable in the public 
interest. 

That jurisdiction to administer such regulations be vested in the 
Commission with authority to delegate specific matters to joint boards 
composed of members of state regulatory bodies charged with the 
a ~ = amma of state laws relating to transportation by motor 
vehicle. 

That there should be required as a prerequisite to operations (a) 
certificates of convenience and necessity, and (b) liability insurance 
or indemnity bond. 

That certificates should be issued as a matter of course to bona 
fide operators who have been in business for a stated length of time 
prior to the effective date of the regulatory act, provided they comply 
with all other applicable provisions of the act. 

That certificates should be assignable with the approval of the 
Commission and revocable for cause. 

That fares and charges should be just, reasonable, and non- 
prejudicial; and that schedules of fares should be published, filed, 
and observed. 

That complaints against unlawful charges, practices, and service 
may be made. 

That participation in joint fares between common-carrier motor 
busses and railroads and water carriers should be permitted but not 
required, and that such transportation should thereafter be subject 
to the provisions of the interstate commerce act. 

That a uniform system of accounts should be required and pro- 
vision made for the filing of such reports as the Commission may 
deem necessary. 

That brokerage in transportation of passengers for hire by a 
person not holling a certificate of convenience and necessity should 
be prohibited. 

That the issuance and exchange of free passes should be prohib- 
ited except to the extent permitted under the interstate commerce 
act. 

That railroads, whether steam or electric, and water carriers, 
subject to the act, should be specifically authorized to engage in the 
transportation of both persons and property by motor vehicles in 
interstate commerce over the public highways and that thereafter 
such service, when directly engaged in by any such rail or water 
carrier, should be subject to the provisions of the interstate com- 
merce act and legislation supplemental thereto; and that to the extent 
that a certificate of public convenience and necessity is an ante- 
cedent to the operation of other common-carrier motor vehicles, com- 
mon carriers subject to the act should be required to obtain a 
certificate of public convenience and necessity. 

2. Transportation of property for hire by motor-trucks operating 
over the public highways in interstate commerce should be sub- 
jected by law to reasonable public regulation. Carriers should be 
divided into two general classes, common carriers and contract (pri- 
vate) carriers. The first should include all carriers who under- 
take for hire to transport from place to place, over the public high- 
ways, by motor vehicle in interstate commerce, the property of those 
who may choose to employ them. The second should include all 
earriers not within the description of common carriers.®® 

. No person should be permitted to operate a motor vehicle for 
the transportation of property for hire either as a common-carrier 
or a contract carrier, over the public highways in interstate com- 
merce without first having secured a permit as hereinafter provided. 

4. All motor carriers for hire should be required to apply to the 
commission for a permit to operate and upon compliance with all 
the applicable provisions of the act should be entitled to such permit, 
which should be issued for a definite period, should be assignable 
with the approval of the commission, and revocable by it for good 
cause shown. 

5. There should be required as prerequisites to the commence- 
ment of operations: (1) If by common carriers, (a) a permit, and (b) 
liability insurance that will assure adequate protection for loss or 
damage to cargo, and for personal injuries and property damage; and 
(2) if by contract carriers, (a) a permit, and (b) liability insurance 
to secure the public in case of personal injury or property damage. 

6. All motor carriers for hire should be required to keep such 
records of operations performed by them and make such reports 
as the commission may reasonably prescribe. 

7. Freight-forwarding companies and express-freight companies 
should be made subject to the provisions of the interstate commerce 
act. 

8. Participation in through routes and through rates between 
common carriers by motor truck and common carriers by railroad 
and by water should be authorized but not required, and such trans- 
portation, whether rail-and-highway, rail-water-and-highway, or 
water-and-highway, and such carriers which may or do engage in 
the same should be subjected to the jurisdiction of the commission 
to the extent now provided by law in the case cf through transporta- 
tion by rail-and-water lines, except, however, the provisions as to 
the compulsory establishment of such through routes. 

9. Jurisdiction to administer these regulations should be vested 
in the commission with directions or authority to refer specific matters 
to joint boards composed of members of State regulatory bodies, fol- 
lowing substantially the plan outlined in Docket No. 18300, supra. 

10. The commission should be authorized to confer or hold joint 
hearings with representatives of the State regulatory bodies, and 
should be authorized to avail itself of the cooperation, services, records, 
and facilitizs of any State. 

11. For the present no requirements should be made regarding 
the qualifications of drivers, hours of service of employes, and the 
size, length, weight of load, and speed of motor vehicles operating for 
hire on the public highways in interstate commerce, 


s°The terms “‘common carrier,’’ ‘“‘contract carrier,’’ ‘“‘private car- 
rier for hire,” and “privately owned or operated trucks” refer largely 
to a practical classification of truck operation. Legally speaking, 
there are only two classifications of motor-truck operations for hire, 
namely, common carrier and private carrier. 
This for the reasons that the States now have a clear right to 
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protect the public safety under their police powers; that, in the 
absence of legislation by Congress, State regulations of this character, 
if reasonable, are lawful even though they may indirectly affect inter- 
state commerce; that legislation by Congress would manifest an 
intention to occupy this field of regulation and the effect would be 
to immediately exclude all State legislation upon the subject and to 
cast upon the Government the duty and burden of enforcement. The 
States have also very generally exercised their right to regulate in 
these respects, and Federal regulation is not as yet shown to be 
necessary. In order to obtain desirable uniformity in such regula- 
tions so far as they affect interstate commerce, it may eventually 
become necessary for Congress to occupy this field. 

12. As recommended in our annual report, 1931, Congress should 
provide for an impartial and authoritative investigation for the 
purpose of determining whether and to what extent motor, water, 
and air carriets operating in competition with the railroads are 
receiving direct or indirect Government aid amounting, in effect, 
to a subsidy; and, if so, what steps, if any, are necessary to correct 
this situation, with a view to placing competition on a just and 
equitable basis; and that such investigation, if instituted, be extended 
to cover also the question of whether it is desirable in the public 
interest that regulations affecting public safety and convenience 
in the operation of motor carriers be made uniform throughout the 
country, and if so, how such uniformity may best be brought about. 


These recommendations were founded upon conclusions 
drawn from summaries of the evidence pertaining to trucks and 
busses which were made after much of the evidence had been 
reviewed in the body of the report “at the expense of some pos- 
sible repetition of matters which have already been stated” as 
the Commission said. The conclusions follow: 


1. That transportation by motor vehicles, busses, and trucks, over 
the public highways, is within certain distances and in certain respects 
a superior service, and that the rail and water lines should be encour- 
aged in the use of this instrumentality of commerce wherever such 
use — promote more efficient operation or improve the public 
service; 

2. That there is substantial competition between rail and water 
carriers on the one hand and motor carriers on the other for the 
transportation of both passengers and freight and that this competi- 
tion is increasing; 

That such competition is conducted under conditions of 
inequality, particularly in regard to regulation; 

4. That a contributing cause, aside from the general business 
conditions, of the present unsatisfactory financial condition of the 
railroads is the existence of unrestrained competition by rival trans- 
portation agencies; 

5. That there is today, and probably would be under normal 
conditions, an excess of carrying capacity of existing transportation 
facilities; 

6. That unrestrained competition is an impossible solution of the 
present transportation problem and is incompatible with the aim of 
coordination under regulation; 

7. That Federal legislation relating to the regulation of motor 
vehicles operating upon the public highways and engaged in inter- 
state commerce is desirable in the public interest. 


Truck Traffic 


The Commission said that full information as to the high- 
way-freight industry was not available. The number of trucks 
of all classes in use in 1930, it said, was 3,480,939, a very large 
proportion of which it said was used in strictly urban or subur- 
ban activities or were farm owned. The number engaged in 
either commercial or private hauling over the highways was 
not definitely known, the ‘Commission said, and there were no 
comprehensive figures as to the volume of freight carried or 
the revenue derived therefrom. 

The report said a careful examination had been made of 
the existing estimates of the volume of truck traffic and that 
additional estimates had been made as set forth in Appendix 
B, herein later reproduced. It was concluded, said the Com- 
mission, that in 1929 the volume of highway trucking, expressed 
in ton-miles, was approximately 6 per cent of the volume of 
steam railroad traffic and approximately 4 per cent of the vol- 
ume of all inland traffic—rail, water, pipe line and highway. 

In terms of revenue, the report said, these percentages 
might run to a third or half higher, becoming approximately 8 
and 6 per cent respectively. The Commission also said that it 
had estimated, as explained in the appendix, that nearly 20 per 
cent of all truck traffic was interstate traffic. 

“While all forms of transportation have felt the effect of 
general business conditions,” said the Commission, “known de- 
velopments in the trucking field in the last two years indicate 
that the percentage of truck traffic is greater today than in 
1929. The figures given indicate, however, the general size of 
the industry.” 

Appendix B, showing that nearly 20 per cent of the truck 
traffic in terms of ton-miles, was handled by common carrier 
trucks, 30 per cent by bona fide contract carriers and 50 per 
cent by private carrier, which the Commission said might over- 
state the importance of private operators and understate that 
of contract carriers, follows, in part: 


Estimates of Volume and Distribution of Truck Traffic 


(a) Estimates of volume of intercity truck traffic: 


In the absence of comprehensive information as to the volume 
of highway trucking, resort must be had to estimates. The earliest 
estimate appears to have been that of a representative of the bureau 
of public roads, according to which all trucks in 1925 performed 
16,356,000,000 ton-miles of service. In making this estimate it was 
assumed, according to the information then available, that trucks 
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made an average of 10,000 miles per year, that their average capacity 
was 1.25 tons, that they moved under load two-thirds of the time 
and that their average loading was 85 per cent of capacity. Ags it 
was further estimated that one-half of the truck mileage was mad 
in local service, to obtain the volume of intercity trucking the above 
amount would have to be reduced by one-half or to 8,178,000,000 ton. 
miles. The latter figure is 1.96 per cent of the revenue ton-mileg ¢¢ 
all railroads in the same year. : 

This estimate has frequently been extended to more recent dates 
by allowing for the increase in the number of trucks. Thus the tot] 
for 1928 has been set at 10,276,000,000 ton-miles. This figure has been 
used along with other information to obtain the following distributioy 
of traffic between the various agencies of transportation in that yeay. 
Corresponding figures for 1929 are also given. ‘ 





1928* 1999+ 

Agency Per Cent Per Cent 
Steam FAUMTOAS 2. ..cscccscccccscsscsccsccssccessececes £77.56 t75.8 
Great Lakes .....ccccccccccccccrccccscccescesccccsccecs 14,17 15.0 
8 EE re ee ee Oe ne Pe eee ere tes 4,87 49 
Inland waterways (rivers and canals)..............-. 1.52 13 
Motor trucks (intercity) ...........cccecsccceccesccccce 1.67 25. 
Electric railways and airplanes ........-...eseesesceecs 21 5 
NN hie ci cere tien tinareinpaencianaens 100.00 100 


These estimates understate the present volume of truck traffic, 
(a) The average capacity of trucks engaged in intercity operations 
is greater than the 1.25 tons assumed. A survey of traffic on the 
main highways of 11 western States, made in 1929 and 19380 by the 
Bureau of Public Roads in cooperation with the State highway de. 
partments, indicates a weighted-average capacity of 1.82 tons. The 
States embraced in the survey are predominantly agricultural in char- 
acter and use, for the most part, trucks of smaller capacity than are 
required in industrial sections. In California, whose traffic is more 
nearly akin to that of highly populated eastern States, the average 
capacity is 2.20 tons. For more general information, use may be made 
of the average capacity of trucks produced. In 1924 this average was 
1.45 tons, in 1927, 1.44, and in 1930, 1.64; for the three years the aver- 
age is 1.52 tons. Assuming that all trucks of 0.75 ton capacity and 
one-half of those of 1 to less than 1.5 tons capacity are used in city 
service exclusively, the average capacity of the remaining trucks pro- 
duced in 1927 and 1930 is 1.88 tons. A survey of traffic in 42 States 
being made jointly by the Department of Commerce and the Bureau 
of Public Roads and confined to common and contract-carrier trucks 
indicates much higher average capacities. Only 11 per cent of the 
2,909 trucks surveyed were of 1.5 to 3 tons capacity, 60 per cent being 
from 3.5 to 5 tons capacity, and 29 per cent of over 5 tons capacity, 
Had privately operated trucks and trucks used on the less important 
highways and by smaller operators been included, the average would 
have been considerably less. In view of all the foregoing, it is rea- 
sonable to assume that the average truck of every class used in 
intercity service has a capacity of 2.25 tons. To allow for the opera- 
tion of trailers, this figure will be increased to 2.50 tons. 

(b) Capacity does not measure actual loading. Loading beyond 
rated capacity is characteristic of many truck operations. Data 
available for a group of trucks indicate an average overloading in this 
sense of 22 per cent. Overloading was found to occur principally 
as to the intermediate sizes of trucks, being absent in the case of 
the smallest and largest vehicles. The sample is not, however, rep- 
resentative of general conditions and, in any event, the overloading 
would tend to occur at points of departure and to diminish progres- 
sively to the extent that deliveries are made en route. Further, it is 
a matter of general observation that truck operators commonly exper- 
ience difficulty in securing full loads, particularly on return trips. 
Increased truck operations in recent years have added to this difficulty. 
It therefore is reasonable to continue the assumption of the 1925 esti- 
mate that trucks under load average an 80 per cent loading in terms 
of capacity. 

(c) Closely related to the foregoing is the amount of empty mile- 
age. Much truck traffic (as cotton, coal, petroleum products, as- 
sembled automobiles, and sand, gravel, and other deliveries direct to 
job) is practically one-way traffic, and much other traffic (as live- 
stock and fruits and vegetables) is poorly balanced as to outbound 
and return loads. In the absence of any convincing. proof to the 
contrary, the assumption of the earlier estimate that one-third of all 
intercity truck mileage is empty mileage will be continued. 

(d) The improvement of highways and trucks and particularly 
the increased use of pneumatic tires in recent years indicate that 
the assumption of 10,000 miles of operation per annum is low under 
present conditions. In the Department of Commerce and Bureau of 
Public Roads survey referred to above the annual mileage of 66 
trucks in common and contract-carrier service ranged from 4,200 to 
61,930 miles and averaged 27,644 miles. The average would be consid- 
erably lowered if privately operated trucks were included. A state- 
ment of record places the average mileage of private trucks at 5,000 
miles per annum, of contract trucks at 15,000, and of common-carrier 
trucks at 20,000. These figures were stated to be conservative. Allow- 
ing for idle equipment, particularly that held in reserve for peak 
loads, and for other factors, such as time lost for repairs, which 
decrease the period of effective utilization, 15,000 miles per annum 
appears to be a high average mileage for every class of truck used 
in intercity operations. 

(e) A final factor is the proportion of all trucks which are used 
in intercity service, excluding suburban operations in those instances 
where trucks simply displace team deliveries. In the 1925 estimate 
it was assumed that 50 per cent of all trucks were engaged in intercity 
work. No competent information on this point is of record in this 
proceeding. Considering, however, the large use of trucks in making 
city and suburban deliveries and in terminal work, as well as the 
considerable number of farm trucks which are used exclusively in 
farm and local-delivery work, it seems reasonable to conclude that 
not over 40 per cent of all trucks should be embraced in this estimate. 

Gathering the foregoing findings together, the truck traffic of the 
year 1929, the last year of normal rail traffic, is about 25,975, 000,000 
ton-miles, derived as follows: 15,000 miles per truck per annum by 
2.50 tons per truck equals 37,500 capacity ton-miles per annum. 


*From Bureau of Railway Economics, ‘‘An Economic Survey of 
Inland Waterway Transportation in the United States,’’ 1930, page 28. 

+From article by J. H. Parmelee in Mechanical Engineering 
March, 1931. : 

tRepresents revenue and nonrevenue freight. For the purpose 12 
hand, nonrevenue freight should be excluded. 

1The average mileage of 39 trucks of 1.5 to 3 tons capacity be 
26,847 miles, of 19 trucks of 3.5 to 5 tons capacity, 27,214 miles, and 0 
8 trucks of over 5 tons capacity, 32,547 miles. 
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ed by one-third for empty mileage this figure becomes 25,000, 
ain reduced by 20 per cent for light loading, it becomes 20,000. 
tter figure multiplied by two-fifths of the number of trucks 
t the middle of 1929 (obtained by averaging truck registration 

r December 31, 1928, and December 31, 1929) or 1,298,770 gives 
95,975 400,009 ton-miles. This figure is equivalent to 5.8 per cent of 
the rail traffic of that year. ; 

A different basis on which an estimate of the volume of truck 
traffic could be made is by using the information available of record 
as to the extent of trucking of particular commodities. Thus the 
percentage of livestock, fruits and vegetables, cotton, and assembled 
automobiles which are trucked is fairly definitely known and it is 
equally known that in the case of some commodities, as iron ore, 
there is no trucking, and in the case of certain other commodities, 
as coal, trucking is of minor extent. To the relative amounts of 
truck and rail traffic obtained from existing data of this kind may be 
added the results of estimates of the volume of trucking of other 
classes of traffic. Such estimates, to be satisfactory, must be based 
on broad information as to the trucking industry. So far as this 
method of analysis could be carried for the purpose of this report, 
it appeared to yield about the same results as those obtained by the 
i nethod. 
ae nied method of estimating the volume of highway truck traffic 
starts with information available in this record as to the volume of 
trucking by certificated highway carriers in various States and may 
be explained in detail as follows: é 

In the five States of Ohio, Minnesota, Washington, California, 
and Texas certificated (common-carrier) trucks carried in 1929* ap- 
proximately 5,378,000 tons of traffic. These States, which have been 
so chosen as to avoid duplications, are predominantly agricultural in 
character. On the assumption that certificated carriers handle, in 
terms of tons and miles, 15 per cent of the total truck traffic,* the 
total truck traffic of these States amounted to 35,853,000 tons in 1929. 
The population of these States in 1929 was 17.8 per cent of the total 
population of the country. Assuming that truck traffic is propor- 
tionate to population, the total becomes 201,303,000 tons, equal to 14.2 
per cent of the revenue freight tonnage originated by all steam rail- 
roads in 1929. The average haul of truck traffic is probably in the 
vicinity of 100 miles, or approximately 32 per cent of the average haul 
of steam railroads treated as a system. Therefore in ton-miles, 
truck traffic in 1929 was 32 per cent of 14.2 per cent, or practically 
4.5 per cent of rail traffic.5 As the railroads in 1929 carried three- 
fourths of all inland traffic, the proportion of the total carried by 
trucks was about 3.4 per cent. 

Using the higher estimate derived above, omitting nonrevenue 
railroad fregiht, and continuing the estimates of the traffic of other 
carriers mentioned at page 191, the following distribution of inland 
traffic in 1929 is obtained: 
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While all forms of transportation have felt the effects of the busi- 
ness depression, known developments in the trucking field in the past 
two years indicate that the percentage of truck traffic is greater 
today than it was in 1929. 

The percentages of truck traffic given heretofore are in terms of 
volume. In terms of revenue they would run from a third to a half 
higher, becoming therefore about 8 per cent in terms of rail traffic 
and about 6 per cent in terms of all inland traffic. 


Views of Lewis 


Commissioner Lewis, concurring in part, favored going fur- 
ther than the majority in recommendations for regulation. He 
said he favored a requirement that truckers file either (1) min- 
imum rates and charges or (2) their tariffs. As to the recom- 
mendation that truckers be required to obtain permits to op- 
erate, he asked of what avail would that be if there were no 
provision for adequate administration. That would cost money, 
said he. 


“It seems to me that the surest way to cover the cost is to 
provide that, in addition to the certificate or permit, the op- 
erator shall obtain an interstate-commerce vehicle-license plate 
which shall be displayed on the vehicle when operating in in- 
terstate commerce,” said he. “A charge can be made for this 
plate, the revenue so realized to be paid to the Treasurer of the 
United States. This would provide a fund against which ap- 
propriations could be drawn to cover the cost of administration.” 


Mr. Lewis believed that adoption of such a scheme would 
provide an adequate staff of inspectors and policing officials; 
would effectuate and tremendously simplify policing; would 
quickly produce a complete register of all motor trucks operat- 
ing for hire in interstate commerce, and the federal regulating 
body, with the cooperating state regulatory bodies, would be 
Placed directly in line to get that definite knowledge of extent 
and character of highway transportation, taxation, cost, and all 
other information and data now largely lacking but necessary 
to evolve a proper regulatory system and promote such coordi- 


ation of transportation facilities as might be in the public 
interest, 


——— 


‘Year 1930 in case of Texas. 

, Use of a lower ratio than that indicated at page 407 is due to the 
‘“8ser proportion of common-carrier operations in agricultural than 
in industrial sections. 

, An estimate submitted in the proceedings leading to our decision 
in the Fifteen Per Cent Case, 1931, Ex Parte No. 103, 178 I. C. C. 539, 
puts the volume of truck traffic in 1930 at from 15 to 20 billion ton- 
miles, the equivalent of 3.9 to 5.2 per cent of rail traffic. 
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McManamy and Lee 


Commissioner McManamy, concurring in part, with whom 
Commissioner Lee joined, favored bus regulation, includ- 
ing the safety of the design and maintenance of the 
equipment used, and the number, qualifications, and hours 
of service of employes on such vehicles. He said that motor 
vehicles for the transportation of property over the public high- 
ways should also be adequately regulated was, in his opinion, 
not open to argument, but he was not at all convinced that un- 
der the conditions that prevailed in the industry such regulation 
should be undertaken by the federal government or that it 
could be effectively accomplished if so undertaken. 


“Unless the federal government is prepared to fully and 
adequately regulate motor vehicles for the transportation of 
property for hire over the public highways, it should not cloud 
the right of the states to do so by establishing halfway meas- 
ures,” said he. “What is here proposed will, in my opinion, 
serve no good purpose.” 


The report stated that Commissioner Tate did not partici- 
pate in the consideration and disposition of the case. 


The Commission, in its decision, did not go as far with 
respect to regulation as was recommended by Attorney-Examiner 
Leo J. Flynn in his proposed report in the proceeding. For exam- 
ple, Mr. Flynn recommended that certificates of public conven- 
ience and necessity be required of motor common carriers of 
persons or property, while the Commission recommended that 
the certificates be required only of bus carriers and that permits 
be required as to truck carriers. Mr. Flynn also recommended 
that the law should require that the interstate fares and charges 
of common carriers by motor vehicle be just, reasonable and 
not unjustly discriminatory, unduly preferential, or unduly 
prejudicial and that requirement should be made that tariffs be 
filed and posted. The Commission agreed with this recommenda- 
tion as to busses but did not recommend regulation of rates of 
trucks, 


Comment by Benton 


Disappointment at the conclusion of the Commission that it 
could not see its way clear to go farther at this time than to 
take a first step toward recommending regulation of the truck 
is expressed by John E. Benton, general solicitor of the Na- 
tional Association of Railroad and Utilities Commissioners, in 
a bulletin to members. In discussing the report, he says: 


The need for the exercise over trucks of the same character of 
regulation which the Interstate Commerce Commission exercises over 
railroads, the report says, has been shown, but it is said that special 
and unusual difficulties exist in determining the form of legislation 
to be enacted. The Commission feels that it does not know enough 
as to the number of freight trucks operated, the number of their 
operators, and the extent of their respective operations, to enable 
determination as to what is appropriate and practicable. Further- 
more, while it feels that regulation to be effective should include both 
contract and common carrier operators, it is as yet uncertain how 
far regulation of the contract carrier may lawfully be extended. For 
these reasons, and because the federal government is wholly without 
experience in this field of regulation, the Commission ‘deems it wise 
to make haste slowly’; and hence it limits its present recommenda- 
tions to a first step. 


It is impossible to escape something of disappointment at this 
conclusion. Since early in the year 1926 the Commission has been 
investigating motor bus and truck operations formally and informally. 
In its 1928 report it recommended legislation to regulate passenger 
busses. The investigation in which the report is now made was in- 
stituted in May, 1930—the report states, “for the purpose of securing 
needed information in regard to transportation by motor vehicles, 
the extent and character thereof, its relation to interstate commerce 
and particularly to transportation by railroad, and the extent of 
existing coordinated service, with consideration of further coordina- 
tion; and for the purpose of determining the necessity, if any, for 
legislation regulating interstate transportation by motor vehicles, 
eet oe on trucks, and for coordinating the several agencies of trans- 
portation.”’ 


In its report in Ex Parte 103 (178 I. C. C. 539, 582) the Commission 
said: ‘‘Congress and the state legislatures should also, we believe, 
direct their attention to the proper regulation in the public interest 
of all competitive forms of transportation. In this we include * * * 
such supervision of truck and bus common carrier lines as may be 
necessary to avoid destructive and wasteful competition, and such 
regulation of their rates and service as the public interest may re- 
quire. We are here stating only very broad principles, the practical 
application of which must be governed by the definite ascertainment 
of facts many of which are now in controversy. Our purpose for 
the moment is only to direct attention to the matters which are 
in urgent need of legislative consideration. The facts in regard to 
motor competition we helped to develop some years ago in a report 
made after special investigation. We hope in the near future to sup- 
plement these facts and bring them up to date, together with spe- 
cific recommendations for legislation, in a report on the coordination 
of rail and motor service which is now in progress.”’ 


It seems apparent that at the time the Ex Parte 103 report was 
issued the Commission expected to make more definite recommenda- 
tions as to truck regulation than it has now made. The tentative 
report of Examiner Flynn did propose that the Commission should 
recommend legislation for the regulation of both contract and com- 
mon carrier trucks. The report now issued, however, differs markedly 
from the Flynn report both in its discussion of facts and in its recom- 
mendations. Seemingly the results of the investigation are not deemed 
adequate to enable the Commission to reach corclusions which it is 
prepared to present to the Congress. 
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COMMISSION REPORTS 


Cement 


I. and S. No. 3649, cement from Harrys and Eagle Ford, 
Tex. By division 3. Proposed changes in rates on cement, 
Dallas, Harrys, and Eagle Ford, Tex., to destinations in Arkansas 
and Louisiana, justified. Method of publication, however, not 
justified. Suspended schedules ordered canceled without preju- 
dice to the filing of new schedules which will not show Eagle 
Ford and Harrys as separate stations and at the same time 
include those stations as points within the Dallas switching 
limits. Commission said that inclusion of those stations as 
points within the Dallas switching district constituted a dupli- 
cation in the publication of rates which it did not approve. 

Hogs 

No. 22799, Armour & Co. vs. C. B. & Q. et al., and a sub- 
number, Swift & Co. vs. C. M. St. P. & P. et al. By division 3. 
Rates, hogs, points in Nebraska, Iowa, and the Dakotas, to 
Spokane, Wash., Sioux City, Ia., and points in South Dakota to 
North Portland, Ore., unreasonable to the extent they exceeded 
rates shown in distance scales. Rates for the future, the Com- 
mission said, having been prescribed in the Western Livestock 
Investigation, 176 I. C. C. 1, no order for the future was neces- 
sary. Reparation awarded. Scales to be used are to apply on 
hogs n single and in double deck cars. The double-deck scale 
begins with a rate of 74 cents for the block between 975 and 
1,000 miles; becomes 81 cents for the block between 1,150 and 
1,200 miles; 90 cents for the block between 1,400 and 1,450 
miles; 98.5 cents for the block between 1,650 and 1,700 miles and 
runs out with a rate of 102 cents for the block between 1,750 
and 1,800 miles. The single-deck scale begins with a rate of 
85 cents for the initial block; becomes 93 cents for the block 
between 1,150 and 1,200 miles; 103.5 cents for the block between 
1,400 and 1,450 miles; 113.5 cents for the block between 1,650 
and 1,700 miles; and ends with a rate of 117.5 cents for the 
block between 1,750 and 1,800 miles. The minima are to be 
24,000 pounds in double-deck cars and 16,500 pounds in single- 
deck cars, with allowances for cars of greater length. 


Tin Can and Pail Stock 


No. 24351, Armour & Co. vs. A. T. & S. F. et al. By divi- 
sion 3. Rates, tin can and pail stock, carloads, consisting of 
lacquered and/or lithographed tin plate, cut to shape, and pail 
handles (wire bails), ears and clips, in boxes or other contain- 
ers, Chicago, Ill., to Oklahoma City, Okla., and North Fort 
Worth, Tex., unreasonable to the extent they exceeded or may 
exceed 70 cents to Oklahoma City and 80 cents to North Fort 
Worth, minimum 80,000 pounds to which may be added the sur- 
charges authorized in the Fifteen Per Cent case, 1931. Repara- 
tion awarded. New rates to be effective not later than July 14. 
Commissioner Lee, dissenting in part, thought a reasonable basis 
for rates in the future would be column 38 of the southwestern 
revision, minimum 40,000. He said the evidence was not con- 
vincing to him that the rates were unreasonable in the past. 


Potato Fourth Section 


Fourth section application Nos. 13383, 13562, and 13681, 
potatoes from Boise & Western Railroad stations. By the Com- 
mission. Fourth section orders Nos. 9822 and 9953 modified so 
as to authorize rates on potatoes, stations on the Boise & West- 
ern to destinations in Oklahoma, Texas, and adjacent ports of 
Arkansas and Louisiana, without observing the long-and-short- 
haul part of section 4, the same as the rates contemporaneously 
in effect from Boise, Ida., on the Oregon Short Line; provided 
that the relief granted shall be subject to the conditions and 
limitations as were imposed by the fourth section orders men- 
tioned in connection with the rates from Boise. Relief is 
granted in fifth supplemental fourth section order No. 9822 and 
fourth supplemental fourth section order No. 9953. Commis- 
sioner Farrell dissented because he thought the Commission ex- 
ceeded its jurisdiction, in that it ignored the limitation upon 
its authority in the equuidistant clause. Commissioner Lee, 
concurring specially, said he agreed with the report in accord- 
ing to stations on the Boise & Western rates contemporaneously 
in effect from Boise to the destination territory, but the relief, 
he said, over circuitous routes, should be made subject to the 
equidistant clause. 

Frames 


No. 20201, Andersen Lumber Co. vs. C. & N. W. et al. By 
division 3. Rate, pine frames, window or door, knocked down, 
in bundles, carloads, Bayport, Minn., to New Orleans, La., un- 
reasonable but not otherwise unlawful to the extent it exceeded 
47.5 cents. Reparation awarded. 


Plate Giass 


No. 24749, Winona Paint & Glass Co. vs. C. B. & Q. By 
division 3. 


Dismissed. Charges, plate glass, less than car- 
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loads, Minneapolis, Minn., to Winona, Minn., over an interstate 
route, applicable. 


Secondhand Contractors’ Outfit 


No. 23908, Williams Brothers, Inc., vs. M. P. et al. p, 
division 4. Rate, carload, secondhand contractors’ outfit, Hend. 
rickson, Mo., to Short Creek, Ala., inapplicable, resulting jp 
undercharges. Applicable rate, 96 cents, unreasonable to the 
extent it exceeded or may exceed 73 cents. New rate to be 
effective not later than July 21. Reparation $83.81 awardeg 
Commissioner Mahaffie dissented from the finding of unrea. 
sonableness. 


Secondhand Contractors’ Outfits 


No. 23997, Regenhardt Construction Co. vs. St.-L. S. P. ¢ 
al. By division 4. Dismissed. Rates, secondhand contractors’ 


outfits, Arlington and Rolla, Mo., to Dix, Ill., not unreasonabje. 


Commissioner Eastman noted a dissent. 


Imported Tomatoes 
No. 24652, T. Mendelson Co. vs. A. C. L. et al. By division 
3. Dismissed. Rate, imported tomatoes, carloads, Key West, 
Fla., to Pittsburgh, Pa., applicable and not unreasonable or 
otherwise unlawful. 


PROPOSED REPORTS 


Butter, Eggs, Poultry 


No. 28530, Armour and Co. vs. A. T. & S. F. et al., No. 24253, 
Swift & Co. vs. B. & O. et al., sub-numbers, Swift & Co. vs, 
A. T. & S. F., and Armour & Co. vs. A. C. & Y. et al. By 
Examiner J. J. Williams. Rates, butter, eggs and dressed poul- 
try, origins in Kansas and Missouri to destinations in officia] 
territory, unreasonable in some instances and unreasonable 
and unduly prejudicial in others. Reparation proposed. Rates 
prior to December 3, 1931, proposed to be found unreasonable 
and unduly prejudicial from Osborne, Kan., to the extent they 
exceeded the corresponding rates from Salina, Kan., by more 
than 8 cents and from Clay Center to the extent that they ex. 
ceeded the corresponding rates from Wichita, Kan.; rates from 
Parsons prior to December 3, 1931, proposed to be found un- 
reasonable to the extent they exceeded the corresponding rates 
from Russell Creek, Okla.; rates, Springfield, Weaubleau, 
Carthage, Clinton, Eldorado Springs and Nevada, Mo., proposed 
to be found to have been and to be unreasonable to the extent 
they exceeded and exceed the corresponding rates from Gar. 
field and Rogers, Ark. 


Lime and Ground Limestone 


No. 19948, sub-No. 1, North American Cement Corporation 
vs. A. & R. et al. Second report by Examiner Howard Hosmer. 
Upon further hearing, findings in first report on further hear- 
ing, 163 I. C. C. 701, proposed to be modified so as to authorize 
the addition of emergency surcharges to rates therein prescribed 
on lime and ground limestone, prescribed in its first report on 
further hearing, of 6 cents a ton on the ground limestone and 
1 cent a 100 pounds on lime. This further hearing was caused 
by the failure of the Virginia Commission to permit the addi- 
tion of the Fifteen Per Cent Case, 1931, surcharges prescribed 
by the Commission in the original report, 153 I. C. C. 431. 


Bituminous Coal 
No. 24629, Aponaug Manufacturing Co. et al. vs. I. C. et al. 
By Examiner Richard Yardley. Dismissal proposed. Rates, 
bituminous coal, mines in Alabama and western Kentucky to 
Winona, Kosciusko, and Yazoo City, Miss., not unreasonable. 


Gasoline 


No. 24704, Cities Service Oil Co. et al. vs. A. T. & S. F. 
et al. By Examiner Edgar Snider. Dismissal proposed. Rates, 
gasoline, Ponca City and Cushing, Okla., to Hamilton, Cincin- 
nati and Georgetown, O., not unreasonable. 


Radio Cabinets with Speakers 


No. 24769, Artophone Corporation vs. A. T. & S. F. et al. 
By Examiner Herbert P. Haley. Charges, radio cabinets, with 
built-in loud speakers, carloads, Kankakee, IIl., to Kansas City, 
Mo., Memphis, Tenn., and Dallas, Tex., proposed to be found 
unreasonable to the extent that they exceeded the respective 
second class rates, minimum 12,000 pounds, subject to Rule 3+. 
Reparation of $135.72 proposed. 


Automobile Tire Chains 


No. 24861, American Chain Co., Inc., vs. A. T. & S. F. et al. 
By Examiner T, Naftalin. Rates, automobile tire chains, East 
York, Pa., to Oklahoma City, Shawnee and Tulsa, Okla., pro 
posed to be found inapplicable. Proposed to be found that the 
applicable rates were $1.495 to Oklahoma City and Shawnee, 
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and $1.345 to Tulsa and that the applicable rates were not in 
violation of section 4. Reparation proposed. 


Paper Bags, Etc. 


No. 19517, Continental Paper & Bag Mills Corporation vs. 
Atlantic City Railroad Co. et al. By Examiner Harold M. Brown. 
Upen further hearing amount of reparation due, paper bags, in 
straight carloads, and in mixed carloads with wrapping paper, 
Rumford, Me., to Newark, N. J., and Philadelphia and Harris- 
purg, Pa., determined to be $63.26 with respect to shipments 
involving paper bags in straight carloads, the difference between 
the charges paid and those which would have accrued at the 
34-cent rate found reasonable in the report on reconsideration. 
Former reports, 153 I. C. C. 444 and 163 I. C. C. 595. 


Rock Salt 


Fourth section application No. 14509, rock salt from New 
York fields to Atlantic seaboard. By Examiner M. L. Boat. 
Examiner recommends denial of authority to establish reduced 
rates on rock salt, in bulk, carload minimum 100,000 pounds, 
Halite, Retsof, and Ludlowville, N. Y., to Atlantic coast terminals, 
without observing the long-and-short-haul provision of section 4. 
Applicants through W. S. Curlett, their agent, ask authority to 
establish a rate of 13 cents plus the emergency charge allowed 
by the Fifteen Per Cent Case, 1931, until April 1, 1933, and 14 
cents effective on that date and to continue higher rates from 
intermediate points to the terminals and from the points of 
origin before mentioned to destinations intermediate to the ter- 
minals. The present rates for terminals are 18 cents, except to 
Carney’s Point, N. J., to which point it is 19.5 cents. Applicants, 
the examiner said, relied upon water competition from Ludlow- 
ville and rail-water competition from Halite and Retsof to the 
terminals as justification for the relief they sought in connection 
with the reduced rates. Water competition was that furnished 
by the barge line from Rochester, N. Y., to New York harbor. 
Boat said there was no evidence that bulk rock salt moved over 
the rail-water routes from Retsof and Halite via Rochester to 
the terminals in 1930 and 1931. There was no showing of a 
movement, he said, by water from Ludlowville to the terminals 
except to New York and Wilmington, Del. Producers of evap- 
orated salt in New York state and Louisiana rock salt producers 
opposed grant of relief. Examiner Boat said that assuming that 
the canal carrier from Ludlowville did not reduce its rates and 
that it would become possible for the railroads to obtain some 
tonnage which now moved on the canal, it would require about 
36,000 tons of such traffic, or about 85 per cent of the canal ton- 
nage in 1931, to yield gross revenue equivalent to the reduction 
of $97,000 in revenue which would be suffered on the all-rail 
tonnage. He said it was apparent that even in such circum- 
stances the benefit which applicants anticipated from their pro- 
posal could not be realized. Therefore, he said, the Commission 
should find that the relief sought had not been justified. 


Spotting Allowances 


No. 24863, Florence Pipe Foundry and Machine Co. vs. Penn- 
sylvania. By Examiner William A. Maidens. Payment of allow- 
ances to complainant’s competitor for spotting services at 
Burlington, N. J., while denying allowances to complainant at 
Florence, N. J., not unreasonable, but unduly prejudicial to 
complainant and unduly preferential of its competitor at 
Burlington, N. J. Examiner said undue prejudice should be 
removed by establishing equality of treatment as between com- 
Plainant and its competitor, which, under tariffs applicable at 
Burlington was entitled to an allowance of 76 cents. Com- 
Plainant has extensive trackage within its plant yard and 
engines of its own. The Pennsylvania and the complainant were 
unable to negotiate an agreement about spotting within the plant 
enclosure, complainant being willing to have the Pennsylvania 
do the spotting. The railroad, however, said the tracks within 
the plant enclosure would not accommodate its engines used 
In switching. 

Spent Tan Bark 


_No. 24628, Indiana Board of Agriculture (Indiana State 
Fair) vs. C. I. & L. By Examiner Harold M. Brown. Dismissal 
Proposed. Rate, spent tan bark (ground), carloads, Louisville, 
Ky., to Indianapolis, Ind., not shown to have been unreasonable 
or otherwise unlawful. 


Antimonial Lead 


No. 24411, North-Western Metal Manufacturing Co., Inc., vs. 
A. T. & S. F. et al. By Examiner R. N. Trezise. Rate, anti- 
monial lead, carloads, Minneapolis, Minn., to Chicago, IIl., pro- 
Posed to be found inapplicable. Applicable rate, 23 cents, 
Proposed to be found not unreasonable. Reparation of $44.18 
Proposed. Proposed findings to be without prejudice to those 
that may be reached in No. 17000, part 12, non-ferrous metals. 
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Coal 


No. 24667, Ash Grove Lime & Portland Cement Co. et al. 
vs. C. & A. et al. By Examiner Edgar Snider. Dismissal pro- 
posed. Rates, coal, various points in Illinois to various des- 
tinations in Missouri, proposed to be found not to have been 
unreasonable. 

Scrap Paper 

No. 24578, Grimes & Friedman vs. Belt Railway Co. of Chi- 
cago et al. By Examiner J. P. McGrath. Present rates, scrap 
paper, Enid, Muskogee, Oklahoma City, Okmulgee, Perry and 
Tulsa, Okla., and Wichita, Kan., to Kansas City, Mo., Federal, 
Ill., Neenah and Menasha, Wis., Otsego, Plainwell and Water- 
vliet, Mich., not unreasonable. Rates on the same commodity 
from and to these points, not unreasonable in the past except 
that the rates charged, Tulsa to Federal and Wichita, Tulsa, 
Enid and Oklahoma City to Watervliet, Wichita to Plainwell and 
Tulsa to Otsego, were unreasonable to the extent they exceeded 
36.5 cents, Tulsa to Federal; 54 cents, Wichita to Watervliet and 
Plainwell; 52 cents, Tulsa to Watervliet and Otsego; and 56 
cents, Enid to Watervliet and Oklahoma City to Watervliet. 
Reparation proposed. 





ST. L. & H. ABANDONMENT 


The Commission, by division 4, in Finance No. 8959, St. 
Louis & Hannibal Railroad Co. abandonment, has authorized 
the applicant to abandon that part of its line extending from 
Bowling Green to Gilmore, Mo., a distance of about 52.6 miles. 
The applicant said it desired to abandon the part indicated in 
order to be able to continue operation of the rest. The line 
traverses a territory devoted to agriculture and stock raising 
which the Commission said was provided with good highways 
which had lately diverted much traffic formerly hauled by the 
railroad, begun in 1878 and completed in 1893. The Missouri 
commission, which held a joint hearing for itself and the fed- 
eral commission, advised the latter that it would grant the ap- 
plication. The Commission said that continued operation of 
the part of the line marked for abandonment would constitute 
a burden on the interstate commerce handled over the part to 
be continued. The Commission said the road had never paid a 
dividend and that in the last nine years at least it had not paid 
any interest on its bonds which were outstanding in an amount 
of $350,000. 





Cc. ST. L. & N. O. ABANDONMENT 


The Commission, by division 4, in Finance No. 8903, Chicago, 
St. Louis & New Orleans Railroad Co. et al. abandonment, has 
authorized the abandonment of the applicant’s line and operation 
by the Illinois Central, lessee, extending from Moffat to Troy, 
Tenn., a distance of 4.41 miles. Troy opposed abandonment. 
The Commission said that with good highways running through 
the territory and the increasing use of automobiles and trucks, 
the communities served by the railroad would not lack trans- 
portation facilities. 





MILWAUKEE LINE CHANGES 


The Commission, by division 4, in Finance No. 8937, Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co. acquisition 
and abandonment, has authorized the applicant to acquire part 
of the Ontonagon Railroad Co. line, in northern Michigan, about 
2.54 miles long and to abandon operation over that part of its 
own line between Green (Iron River Junction) and White Pine 
Junction, about eleven miles long, and that part of the Ontona- 
gon between Ontonagon and White Pine, the whole marked for 
abandonment being about 18.4 miles long. The Michigan com- 
mission, which held the hearing, opposed abandonment between 
Green and White Pine Junction. The Commission said that 
while there was considerable timber that might move over the 
line sought to be abandoned none was so moving. It added that 
if any lumber or other interests regarded the maintenance or 
preservation of the line as of sufficient importance, they might 
purchase the road at its salvage value. 


MICHIGAN CENTRAL ABANDONMENT 


Examiner O. D. Weed, in Finance No. 9034, Michigan Cen- 
tral Railroad Co. et al. abandonment, has recommended that the 
Commission authorize abandonment by the Detroit, Toledo & 
Milwaukee Railroad Co. and the abandonment of operation by 
the New York Central Railroad Co. and the Michigan Central 
Railroad Co. of part of the railroad of the Detroit, Toledo 
& Milwaukee Railroad Co. in Calhoun, Jackson, Hillsdale, Len- 
awee, and Monroe counties, Mich. The part to be abandoned 
is that between Morgan Park and Dundee, a distance of about 
88.81 miles. 

The Detroit, Toledo & Milwaukee is a subsidiary of the New 
York Central and Michigan Central, each owning one-half of its 
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capital stock. The area served by the line, according to Weed’s 
report, is said to be one of the best farming sections in Mich- 
igan, the traffic of the road being largely farm produce, sup- 
plies for farmers, and road building material. Patrons of the 
line intervened in opposition. Weed said there had been no 
passenger service on any part of the line since 1922. Abandon- 
ment of the line, he said, would cause some inconvenience to 
Onsted, one of the opposing communities, and to the farmers 
now served by the line, particularly in the hauling of coal, lum- 
ber and other heavy supplies. Inasmuch, however, as the 
patrons of the line, said Weed, gave so much of their hauling 
to trucks and did not furnish enough traffic to the railroad to 
support it they could not reasonably complain of its abandon- 
ment. Again, he said, with good highways running to all the 
towns and traffic centers and the universal use of automobiles 
and trucks it was evident that the country in question would 
not lack transportation facilities. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9139, permitting the Denver 
& Rio Grande Western Railroad Company to abandon a part of its 
line of railroad in Huerfano county, Colo., approved. 

Report and certificate in F. D. No. 9216, permitting (1) the Pitts- 
burgh, Ohio Valley & Cincinnati Railroad Company to abandon part 
of its Wegee Branch in Belmont county, Ohio, and (2) the Pe 
— Railroad Company, lessee, to abandon operation thereo 
proved. 

Report and certificate in F. D. No. 9231, permitting the Suga nd 
Railway Company to abandon part of its line of railroad in Fort 
Bend and Brazoria counties, Tex., approved. 

Supplemental report and order in F. D. No. 9123, modifying order 
of February 6, 1932, 180 I. C. C. .., so as to permit a loan of $2,000,000 
of development and general mortgage 4 per cent gold bonds to the 
Mobile & Ohio Railroad Company for pledge as collateral security for 
previous re- 







a loan from the Reconstruction Finance Corporation, 
port 180 I..C. C. .., approved. 


FINANCE APPLICATIONS 


Finance No. 9331. Rockton & ‘Rion Railway asks authority to 
operate as a common carrier a railroad between Rockton S. C. and 
Rion, S. C., with connections at Rockton with the Southern, em- 
bracing 12 miles. The line is now owned by the Winnsboro Granite 
Corporation. Applicant proposes to issue $25,000 of bonds in payment 
for the line. 

Finance No. 9334. Detroit, Toledo & Ironton Railroad Co. asks 
authority to issue $2,000,000 of first and refunding mortgage gold bonds, 
series A, to reimburse its treasury in part for expenditures for addi- 
tions and betterments, and to hold bonds subject to further order 
of Commission. 

Finance No. 9041. Supplemental application of Fonda, Johnstown 
& Gloversville Railroad Co. to amend equipment trust agreement. 

Finance No. 9323. Denver & Rio Grande Western Railroad Co. 
asks authority to assume obligation and liability in respect of certain 
underlying bonds so that said bonds may be pledged and hypothecated 
with the Reconstruction Finance Corporation and the Railroad Credit 
Corporation. 

Finance No. 9321. Wisconsin & Michigan Railroad Co. asks 
authority to issue $200,000 of its general mortgage gold bonds and 
to pledge such amount as may be required with the Reconstruction 
Finance Corporation for a loan of $200,000. 

Finance No. 9324. Atlantic Coast Line Railroad Co. asks authority 
to certify and deliver in temporary or definitive form into its treasury 
by the corporate trustee under the general unified mortgage of ap- 
plicant of $789,817.19 of series ‘‘A’’ 4% per cent general unified mort- 
gage bonds, to be held in the treasury of applicant for the present. 

Finance No. 9325. Chicago & Western Indiana Railroad Co. asks 
authority to issue $1,000,000 of 5% per cent first and refunding mort- 
gage bonds and to pledge them for short term notes. 

Finance No. 9328. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. asks authority to issue and pledge $11,212,000 of general 
mortgage 5 per cent gold bonds for loans that may be granted by 
the Reconstruction Finance Corporation and/or the Railroad Credit 
Corporation. It said it had applied to the Railroad Credit Corpora- 
tion for a loan of $5,996,331 to meet interest charges and to the 
Reconstruction Finance Corporation for a loan of $10,996,331 to meet 
interest and maturities of funded debt and for necessary additions 
and betterments. In its application for a load from the Recon- 
struction Finance Corporation it asked $10,996,331 less such amount 
as may be lent by the Railroad Credit Corporation. 

Finance No. 9326. Aberdeen & Rockfish Railroad Co. asks .au- 
thority to issue $127,000 of first mortgage 6 per cent bonds, and to 
pledge same as security for a loan from the Reconstruction Finance 
Corporation of like amount approved by the Commission. 

Finance No. 9327. Wisconsin Central Railway Co. asks authority 
to guarantee $696,660, of promissory notes to be issued by Minne- 
apolis, St. Paul & Sault Ste. Marie Railway Co., to the order of the 
Railroad Credit Corporation, the proceedings to be used to meet fixed 
interest obligations. 

Finance No, 9337. Chicago, Rock Island & Gulf Railway Co. asks 
authority to issue $1,305,000 extension first mortgage 5 per cent 
thirty-year gold bonds, to repay the Chicago, Rock Island & Pacific 
a like amount of indebtedness incurred by the applicant in connec- 
tion with new construction in Texas. 

Finance No. 9338. Chicago, Rock Island & Gulf Railway Co. 
asks authority to issue 600 shares of its authorized capital stock of 
the par value of $100 each, in reimbursement of C. R. I. & P. ad- 
vances to the applicant. 

Finance No. 9271. Supplemental application of the Baltimore & 
Ohio Railroad Co. to do the things necessary or appropriate for 
the nominal issue of $55,813,000 face amount of its refunding and 
general mortgage series E 6 per cent bonds; also for authority to 
pledge the bonds from time to time subject to the limitations of 
paragraph 9, section 20(a). The purpose of the applicant is to tee 
capitalizable expenditures made up to and including December 31, 
1931. The schedule of expenditures made by the parent company 
submitted as part of the supplemental application shows uncapitalized 
expenditures of $56,290,631.64. 

Finance No. 9340. Southern Pacific Railroad Co. and Pacific 
Electric Railway Co. ask authority to abandon a part of the so- 
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called Santa Monica Air Line in Los Angeles county, Calif., between 
Santa Monica and Santa Monica Canyon, a distance of approximately 
2.17 miles. Application is for authority to abandon both Operation 
and the line itself. 

Finance No. 9341. The Southern Bell Telephone & Telegraph cy 
and Dyer Home Telephone Co. ask for authority to sell and buy the 
Dyer Home Telephone Co., the Bell being the buyer for $4,000, 

Finance No. 9342. Southern Bell Telephone & Telegraph (Co. and 
Gibson County Telephone Co. joint petition authorizing the Gibson 
County Telephone Co. to sell its property in Tennessee to the South. 
ern Bell Telephone & Telegraph Co. for $4,000. 


PETITIONS FOR REHEARING, ETC. 


No. 17000, part 4-A, rates on refined petroleum products from, to 
and between points in southwest, and cases grouped therewith. The 
Alton, C. G. W., C. M. St. P. & P., Wabash, M. P., St. L.-S. F, . 
K.-T., A. T. & §. F., C. R. I & P., Q. O. & K, C., and C. B. & Q 
ask reconsideration and modification. of Commission’s findings with 
pommect es past unreasonableness of rates to destinations in northern 

ssouri. 

No. 25071, Growers’ & Shippers’ League of Florida vs. A. & R. et 
al. Defendants ask dismissal of complaint, or so much of complaint 
as alleges violation of section 1 of the interstate commerce act, 

No, 23307, Grovier-Starr Produce Co. et al. vs. A. & L. M. et al, 
and No. 23917, W. O. Anderson Commission Co. et al. vs. A. & I) 
M. et al. Defendants ask postponement of effective date of order, 

No. 13535, Consolidated Southwestern cases. Southwestern lines 
ask relief from provisions of finding 27 of report and orders herein 
in connection with the transportation of canned goods, carloads, be. 
een points in southwest. 

No. 24206, Burkhard Motor Co. vs. A. T. & S. F. et al. Defendants 
ask postponement of effective date of order, reargument before and 
reconsideration by entire Commission. 

Finance No. 8481, in the matter of the N. Y. C. acquisition of 
Cc. G. & A. Applicant asks rehearing. 

No. 23130, in the matter of intrastate rates on bituminous coal 
between points in Illinois. Coal Trade Association of Indiana asks 
rehearing or reargument. 

Il. & S. 3534, cancellation of rates on sugar via barge routes from 
New Orleans and certain contiguous points and Mobile, Ala., to the 
southeast. Inland Waterways Corporation asks postponement of 
effective date of order and reargument before the entire Commission, 

No. 19656, James O’Meara et al. vs. B. & O. et al. Defendants 
ask rehearing and reconsideration of principle announced in majority 
opinion. 

No. 23911, rates on fertilizers and fertilizer materials within 
state of Mississippi and on fertilizer materials within state of Louisi- 
ana east of Mississippi River. Mississippi Cottonseed Crushers’ As- 
sociation, Meridian Fertilizer Factory, Laurel Oil & Fertilizer Co., 
Hazelhurst Oil Mill, Newton Oil Mill, Gulfport Chamber of Com- 
merce and Port Commission of Gulfport, parties hereto, ask reopen- 
ing, reconsideration and rehearing. 

No. 22892, Sub. 2, A. E. Meyer & Co. et al. vs. A. C. L. et al. 
Complainants ask the Commission to enter an order authorizing and 
requiring defendants, according as they participated in the trans- 
portation of shipments involved in this proceeding, to pay to the 
complainants above named reparation in accordance with the find- 
ings and conclusions in its report entered November 17, 1931, and 
decided in 179 I. C. C. 242. 

No. 13535, Consolidated Southwestern Cases, and cases grouped 
therewith. K. C. S.-T. & Ft. S. ask relief from provisions of finding 
27 of report and orders herein in connection with transportation of 
sulphuric acid, carloads, in tank cars, from and to points named. 

No. 24215, Bedford Pulp & Paper Co., Inc., vs. B. & O. et al. 
Complainant asks reopening, argument and reconsideration. 

No. 23256, Royal Route Coal Co. et al. vs. A. G. S. et al. New- 
ton Oil Mill Co., Moorer Coal Co., Jackson Coal Co., Morris Ice Co. 
and Martin Coal Co. ask for a rehearing and reconsideration of cer- 
tain matters in so far as rates are involved from points in Alabama 
to Newton and Jackson, Miss. 

No. 24293, Samuel Stamping & Enameling Co. et al. vs. L. & A. 
Pog Complainants ask rehearing and reconsideration on record in 
this case. 

No. 13535 et al., consolidated southwestern rate cases. F. A. Le- 
land, chairman of Southwestern Freight Bureau, asks approval under 
finding 27 of publication of rate to Little Rock, Ark., of 59 cents, 
and to Pine Bluff, Ark., of 54 cents per 100 pounds from New Or- 
leans, La., on flavoring syrup, carloads, minimum weight 36,000 pounds. 

No. 23894, Union Explosives Co. vs. N. & W. et al. Complain- 
ant asks modification of finding and order to find that shipments 
were misrouted and that complainant was damaged to extent the 
charges paid exceeded those that would have accrued under a first- 
class combination rate of 159.5 cents based on Warren, Pa. 

No. 17000, part 2, western class rates. Traffic Bureau of Water- 
town, S. D., Chamber of Commerce asks for further order therein. 

No. 25092, The Edgerton Manufacturing Co. vs. A. A. et al. 
G. C. & S. F. asks dismissal of the complaint as to it. 

No. 23256, Royal Route Coal Co. et al. vs. A. G. S. et al. and 
cases grouped therewith. Complainants ask reopening and recon- 
sideration on present record as made, the matter of reparation and 
rates for future, on coal from West Kentucky and Alabama Mines 
to Canton, Miss., and on coal from Alabama mines to Aberdeen and 
Columbus, Miss., and such consideration be by entire Commission. 

No. 23350, Public Utilities Commission of State of Idaho vs. 0. 
S. L. et al. Defendants ask modification of report of Commission. . 

No. 25166 (and Sub. 1), Sinclair Oil & Gas Co. vs. A. T. & 5S. F. 
et al. C. R. I. & P. and C. R. I. & G. ask dismissal of the complaint, 

No. 15584, Midcontinent Oil Rates, 1925. E. B. Boyd, for carriers 
parties to Commission’s supplemental order of October 7, 1930, asks 
further amendment of order by postponing effective date thereof for 
a period of 90 days beyond May 27, 1932, or for such other time 4s 
will permit the Commission to consider petition for modification of 
Fourth Section Order No. 10888, dated April 15, 1932, and allow car- 
riers sufficient time to revise rates in compliance with said order. 

Finance No. 8689. Aroostook Valley Railroad control. Arthur R. 
Gould, intervener, asks reopening, rehearing and reargument. 

No, 23155, Certain-teed Products Corporation vs. A. & R. et al. 
1. & S. 3446, rates on plaster board between points in southern terri- 
tory, and |. & §S. 3419, rates on plaster board between points in offi- 
cial classification territory and from that territory to points in Can- 
ada. Certain-teed Products Corporation, complainant, and protes- 
tant in I. & S. 3446, ask that proceedings on reconsideration may be 
set down for oral argument. 

No. 24202, Continental Can Co., Inc., of California et al. vs. A. 
T. & S. F. et al. Complainants ask reconsideration and modification 
of Commission’s report and order. 
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april 23, 1932 


REOPENED GRAIN CASE 


A little less than five years after the opening of the orig- 
inal hearing in docket 17000, part 7, rates on grain and grain 
products in the western district and for export, receipt of testi- 
mony in the reopened case, following the setting aside of the 
Commission’s decision by the Supreme Court, was begun at 
Chicago, before Examiners Mackley and Hall April 20. (The 
frst hearing was held at Dallas, Tex., in May, 1927.) More 
than seven years had gone by since the adoption of the Hoch- 
gmith resolution, to which the case owes its origin; 53,000 
pages of testimony had been received, 46 weeks of hearings 
had been held, and many thousands of pages of briefs written. 
Veterans of Docket 17000, Part 7, to the number of approxi- 
mately a hundred and seventy-five, were on hand for the re- 
opening from all parts of the affected territory. An increase in 
gray hair and a decrease in the total coverage were noticeable 
—not excepting the Commission examiners. 

Six representatives of state commissions sat with Exam- 
iners Mackley and Hall. They were: J. J. Murphy, South 
Dakota; Jesse Greenleaf, Kansas; E. E. Wheeler, Colorado; 
J. H. Porter, Missouri; Hugh Drake, Nebraska, and Commis- 
sioner Larkin, of South Dakota. 

In an opening statement, Examiner Mackley pointed out 
that the hearing was “wide open,” so far as the Commission’s 
order and the testimony to be received were concerned. It was 
hoped that every effort would be made to avoid testimony of a 
merely cumulative nature, but nothing would be ruled out if it 
had a bearing on the issues, he said. If it could be shown that 
changing conditions had a bearing on the reasonableness of 
rate relationships, he explained, testimony as to relationships 
would be received. The original order reopening the case lim- 
ited further testimony to a showing of changed conditions af- 
fecting the reasonableness of the level of the rates as a whole. 
That was superseded by a subsequent order withdrawing that 
limitation. 

The minimum estimate as to the length of the Chicago 
hearing was three weeks. Estimates ranged from that to two 
months. Many requests were received by the examiners for 
additional hearings. Among places mentioned in that connec- 
tion were Fort Worth, Kansas City, Seattle, and Minneapolis. 
There were many more. So far as contemplated at the opening 
of the hearing, according to the statement of one of the exam- 
iners, the Chicago hearing was to be the only one in the re- 
opened case. However, it was said that the Commission was 
to be advised of requests for additional hearings and that there 
would be no announcement in that connection until “we see 
how it shapes up.” 

In the first two days of the hearing, three carrier witnesses 
were heard. Cross-examination of only one was completed. 
L. E. Wettling, manager, Statistical Bureau, Western Lines, was 
the first witness. His testimony was of a general nature, deal- 
ing with all the western lines, and centered around a twenty- 
five page exhibit—exhibit 2107—packed with statistics, showing 
earnings of the carriers, return on investment, various facts 
about competition, and otherwise bringing the statistical side 
of the carrier case down to date. He was followed by L. C. 
Fritch, vice-president of the Rock Island, and J. A. Brown, as- 
sistant vice-president, traffic, of the Missouri Pacific, who gave 
financial and traffic testimony, the latter addressing himself 
particularly to the competitive aspect of the railroad business. 

Early in the hearing, Clyde Reed, representing Kansas farm 
interests, offered to stipulate with the carriers that the eco- 
nomic testimony showing the condition of agriculture received 
in the fifteen per cent case, Ex Parte 103, be received, to limit 
the testimony in this proceeding. If that were done, he said, 
testimony as to the condition of agriculture by the state com- 
missions and the interests he represented would be confined to 
the period since September of last year, when the record in the 
other case was closed. 

A. B. Enoch, of the Rock Island, representing all the car- 
riers, said he would be “obliged to decline.” The carriers, he 
said, would oppose the introduction of any testimony having to 
do with the welfare of agriculture, as distinct from other inter- 
ests. “We will object to testimony intended to show that the 
level of the rates should be measured by what a man can pay,” 
he said. It was his position that it was not proper for the 
Commission to consider testimony setting up the interests of 
one class as opposed to those of another—the farmer against 
labor, agriculture against industry, or one particular industry 
aS Opposed to all others. 

Later Mr. Reed advised that it would be the intention of 
those representing agriculture to show the relative condition 
of the farmer now, as against that at the time the record was 
closed before, through representatives of agricultural colleges, 
individual farmers, grain dealers, elevator operators and others. 

In interchanges between Mr. Reed and Mr. Enoch on the 
matter, the latter expressed the view, among others, that, “in 
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all fairness,” stories by individual farmers as to what a hard 
time they had had could throw little light on what reasonable 
rates should be. 

Included in Mr. Wettling’s showing as to the situation of 
the railroads were figures pointing out that the return on in- 
vestment realized by western lines had shrunk from 4.30 per 


cent in 1926 to 1.83 per cent in 1931. He said that income to 
care for fixed charges had sunk “perilously” low, showing, in 
round numbers, funded obligations maturing in the next few 
years, as follows: $86,000,000 in 1932; $145,000,000 in 1933; 
$192,000,000 in 1934; $96,000,000 in 1935, and $199,000,000 in 1936. 


The testimony of Mr. Brown was primarily designed to in- 
dicate that the unfavorable financial and business situation of 
the western lines (his evidence dealing more particularly with 
southwestern lines) was in large measure attributable to the 
rise of competing transportation agencies. He introduced the 
results of an extensive survey of the effects of that competition 
on the southwestern lines. In his opening statement, he as- 
serted that the existing financial difficulties of the railroads 
were due to three basic causes: 


First, the loss of traffic to other means of transportation; 

Second, reductions in rates and resulting revenues, in an effort 
to regain to the rail carriers traffic diverted to other means of 
transportation, and, 

Third, revenue losses due directly to maximum rate orders of 
the Interstate Commerce Commission. 


On the subject of motor transport, he said the com- 
petition faced by the railroads might be said to increase in 
direct ratio with the construction of improved highways, and 
that, therefore, the extension of highways made possible by 
state and federal aid might be construed as a basic condition 
through which this “major” competition was set up and per- 
mitted to continue as a “menace” to the revenue of the rail 
carriers. “Just as long as the construction of highways and the 
extension of highways is continued and the highway carriers 
are permitted to operate in the manner in which they are at 
present,” he said, “this competition will continue to grow.” 

Illustrating revenue effects of lowered rates, he showed that 
the carload tonnage handled by the Missouri Pacific in 1931 
was a million tons in excess of that handled in 1923, while the 
revenue received was more than three million dollars under the 
1923 revenue. 

Though the average haul on Missouri Pacific carload traffic 
increased only 4.4 miles in the eleven years from 1920 to 1931, 
according to his figures, that on less-carload traffic of the road 
increased from 195.2 miles to 316.1 miles. That indicated, he 
said, that the short-haul traffic was almost, if not entirely, gone, 
in which connection he added: “Highway transportation is 
making drastic changes in the methods of handling traffic by 
rail, and is setting up a new basis for future operations.” 


Specific illustrations of loss of traffic to the highways in- 
cluded a showing that, in 1930, the Missouri Pacific handled 497 
carloads of automobiles and trucks into Memphis, Tenn.; in 
1931 there were only 73 carloads, and in the first three months 
of 1932 the number of carloads was 3. Diversion of cotton 
traffic from the rails to the highways had probably been more 
acute than that on any other commodity, he thought. That 
was enforced by figures showing that the total movement of 
cotton by truck into Memphis from the beginning of the present 
season to April 1 amounted to 871,376 bales, an increase of 
531,812 bales over the similar movement in the same period 
last year. Practically the entire movement beyond Memphis, 
he said, was by barge to New Orleans. Had the railroads per- 
formed the haul into Memphis, he explained, they would have 
received an average of approximately $1.90 a bale, and if they 
had been permitted to perform the entire transportation to New 
Orleans they would have received an average of about $3.50 a 
bale. 


He closed his testimony as follows: 


In conclusion, there seems to be an impression that the car- 
riers are prone to over-estimate their losses in business and conse- 
quent revenue due to changed conditions and particularly new com- 
peting agencies of transportation in the last few years. To the con- 
trary, it is my distinct impression that in the minds of the general 
public these losses have been greatly underestimated. If the esti- 
mates of losses which have been sustained by the southwestern 
carriers, as pointed out previously in this testimony, are totaled, 
they reach staggering proportions in excess of three hundred million 
dollars. Some of these losses are stated in definite figures. Most of 
them are estimates. I feel that all of them can be reasonably sub- 
stantiated. What I have endeavored to show is not alone the amount 
of revenue lost by reason of these influences we have been dis- 
cussing, but chiefly to convince the Commission that aside entirely 
from the depression of 1930, 1931, and 1932, there has been an 
enormous loss of revenue to the carriers by reason of highway, pipe 
line, and waterway competition. We could hardly expect to be given 
credit for all of the two hundred and two million dollars loss of 
crude oil to the pipe lines, which loss, by the way, is based on the 
low rate of 25 cents a barrel or approximately 8 cents a hundred 
pounds. A considerable part of the loss in passenger business, 1931 
under 1927 of thirty-eight and one-half million dollars, is due to 


general conditions in the country and not altogether to the loss of 
business to competing forms of transportation. 


On the other hand, 
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we feel that it is entirely proper to assign definitely to changed 
conditions and competing agencies of transportation the loss of 
eleven and one-half million dollars in the handling of automobiles; 
of twelve and a half million dollars in the handling of cotton; three 
and a half million dollars in coal revenue; one and a half million 
dollars on cottonseed products; four and three-quarter million dollars 
on live stock; two and a half million dollars on miscellaneous com- 
modities mentioned; more than four and a half million dollars on 
refined petroleum moving through pipe lines—a total of more than 
forty-five million dollars, which does not include any estimated loss 
in less than carload merchandise nor, at least a million dollars ex- 
pense to which the carriers have gone in providing pickup and de- 
livery service, in an effort to regain that traffic. This computation of 
losses around fifty million dollars does not include the substantial 
losses resulting from maximum rate orders of the Commission. We 
feel that we have substantiated losses caused by the presence of 
other means of transportation of, at least, seventy-five or one hun- 
dred million dollars. 


COMMISSION ORDERS 


No. 23350, Public Utilities Commission of State of Idaho vs. O. 
S. L. et al. Effective date of order postponed from May 20, 1932, to 
June 20, 1932, upon statutory notice. 

No. 24019, Do More Chair Co. vs A. & R. et al. Order entered 
herein on March 31, 1932, is corrected by eliminating therefrom as 
party defendant the D. & H. Co. 

Finance No. 8974, East Jordan & Southern abandonment. Pro- 
ceeding reopened for further hearing jointly with application of 
Michigan Central et al., at East Jordan, Mich., on May 24, 1932, be- 
fore Examiner Sullivan. 

No. 15543, Turpentine & Rosin Producers’ Association vs. A. & 
V. et al. Order of July 26, 1927, as subsequently modified is further 
modified so as to suspend the maintenance provision thereof to 
June 16, 1932. 

No. 22968, Borden Southern Co. vs. N. C. & St. L. et al. Peti- 
tion of defendants for rehearing, reconsideration and reargument, 
and postponement of effective date of order, and petition of com- 
plainant for reconsideration, denied. 

No. 23244, H. E. Fletcher Co. et al. vs. B. & M. et al. 
petition of complainants for reargument, denied. 

No. 22907, Illinois Silica Sand Traffic Bureau vs. A. C. & Y. et al., 
and No. 23936, Whitehead Bros. Co. et al. vs. B. & A. et al. Peti- 
tion of intervener, Grasselli Chemical Co., for leave to amend its 
intervening petition, denied. 

No. 23347 (and Subs. 1 and 2), Brunswick-Balke-Collender Co. 
et al. vs. D. L. & W. et al. Petition of complainants for reargument 
and reconsideration, denied. 

No. 22717, John W. Moore Construction Co. vs. C. R. I. & P. et al. 
Petition of defendants for reconsideration, oral argument, and post- 
ponement of effective date of order, and supplemental petition for 
—— and vacation or postponement of effective date of order, 
denied. 

No. 24100, Hill Brothers Co. of Florida, Inc., vs. I. C. et al. Peti- 
tion of defendants for reconsideration, denied. 

No. 24480, Gwin, White & Prince, Inc., vs. Southern Pacific et al. 
Petition of complainant for rehearing, denied. 

No. 23921, Sawdust Sales Co. vs. B. & O. et al. 
plainant to amend complaint, denied. 

No. 23279 (and Subs. 1 and 2), Joseph Denunzio Fruit Co. et al. 
vs. A. T. & S. F. et al. Petition of defendants for reopening for 
further consideration, denied. 


No. 22730, Western Purchasing Co. vs. S. P. Co. 
fendant for modification of order, denied. 

No. 22859, Northern Oats Co. vs. A. T. & S. F. et al. 
of complainant for reargument and reconsideration, denied. 

Finance No. 9164, application of K. C. S. for authority to acquire 
control, by lease, of railroad of the T. & Ft. S. located in state of 
Texas. Texarkana Chamber of Commerce of Texarkana, Ark-Tex., 
permitted to intervene. 

No. 13535 et al., Consolidated Southwestern cases. Orders here- 
tofore entered on February 8 and 9, 1932, so far as they reopen said 
proceedings for further hearing upon petition, theretofore filed in be- 
half of defendant southwestern lines, for authority to establish and 
maintain reduced rates On pecans, in carloads, from points in north- 
eastern Oklahoma to St. Louis and Kansas City, Mo., without estab- 
lishment of reduced rates on said commodity from points in Texas 
to the same destinations, and so far as they authorize such limited 
establishment of rates pending such hearing, vacated and set aside. 

No. 25150, South Texas Cotton Oil Co. vs. Alton et al. =, ae 
Staley Manufacturing Co. and the National Soybean Oil Manufac- 
turers’ Association permitted to intervene. 

No. 24384, Dean Grain Co. et al. vs. C. R. I. & P. et al. Order 
entered on January 25, vacated and set aside, and complaint dis- 
missed as to the A. T. & S. F. and Union Pacific. 

Finance No. 8013, Chespeake Beach Railway. Time prescribed 
in said certificate, as extended, without which the Chesapeake Beach 
Railway shall commence and complete the construction therein au- 
thorized, is further extended to November 1, 1932, and June 30, 1934, 
respectively. 

Upon complainants’ request, the Commission has dismissed the 
complaint in No. 23443, C. G. Justice Co. et al. vs. F. E. C. et al., 
and No. 24955, Traffic Bureau, Moline (Ill.) Association of Commerce 
et al. vs. C. B. & Q. et al. 

Upon complainant’s request the Commission has dismissed the 
complaint in No. 25083, Sioux City Paper Co. vs. C. & N. W. et al., and 
No. 25107, D. E. Ryan Co. vs. G. N. et al. 

No. 25120, American Vitrified Products Co. et al. vs. A. & A. et al. 
Brockway Clay Co., St. Marys Clay Products Co. and St. Marys Sewer 
Pipe Co. permitted to intervene. 

No. 25128, Bedford Pulp & Paper Co. vs. Erie et al., and No. 25173, 
Standard Paper Manufacturing Co., Inc. vs. A. G. S. et al. West Vir- 
ginia Pulp & Paper Co. permitted to intervene. 

No. 25054, Standard Soy Bean Mills vs. C. B. & Q. et al. Illinois 
Commerce Commission permitted to intervene. 

No. 23506 (and Sub. 1), Independent Coal Tar Co. vs. B. & A. et al. 
Pet ition filed on behalf of carriers, dated March 24, 1932, requesting 
postponement of effective date of order, denied. 

No. 24281, Merry Bros. Brick & Tile Co. vs. A. C. L. et al. Or- 
der modfiied to become effective on or before May 10, 1932, upon not 
less than 10 days’ instead of 30 days’ notice. 

No. 23339, V. A. Stewart & Co. et al. vs. A. & R. et al. 
plainants’ petition for further hearing or permission to take deposi- 


tions, denied. 
No. 21655 (and Sub. 1), Traffic Bureau, Aberdeen Chamber of 
St. P. & P. et al., and No. 22084, Albert 


Commerce et al., vs. C. M. 
Dickinson Co. vs. C. & N. W. et al. Proceedings reopened for fur- 
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ther hearing at such time and place as Commission 
after direct. 

No. 17212, Parkersburg Rig & Reel Co. vs. A. T. & S. F. gt al 
Petition of complainant, for modification of certain findings heretofor, 
made by Commission in said proceeding, denied. ' 

No. 23508, Public Utilities Commission of State of Idaho vs, 9 § 
L. et al., No. 23760 (and Sub. 1), C-B Oil Co. et al. vs. A. T. & S' F 
et al., No, 23831, Burley Home Oil Co. et al. vs. C. M. St. P. gp 
et al., No. 23543, Idaho Freight Rate Association vs. O. S. L. et al. 
No. 23640, rates on petroleum and petroleum products within state ,} 
Montana, No. 23658 (and Subs. 1 and 2), White Eagle Oil Corporation 
vs. B. A. & P. et al., No. 20145, interstate rates on petroleum prod. 
ucts to points in Colorado and Utah, and No. 10856, Utah State Auto. 
mobile Association vs. A. T. & S. F. et al. Nos. 23640, 23658 and 
Subs. 1 and 2, 20145 and 10856, reopened for further hearing upon a 
common record with Nos. 23508, 23760, 23760 (Sub. 1), 23831 and 23543 
at times and places to be hereafter fixed, so far only as the rates on 
petroleum and petroleum products embraced in the said Proceedings 
for the future are concerned. 


MOUNTAIN-PACIFIC OIL CASES 


Fears that the revenues of the mountain-Pacific group ¢ar. 
riers might be unnecessarily depleted have caused the Com. 
mission to reopen No. 23508, Public Utilities Commission of the 
State of Idaho vs. O. S. L. et al., submitted and awaiting ge. 
cision, and other cases, for reconsideration in connection with 
changed economic conditions. It has lumped the cases, here. 
tofore decided, involving rates on petroleum and its products 
in mountain-Pacific territory, with a few from the southwest to 
that territory, with the Idaho case, and given the combined 
cases a short title No, 23508 et al., Mountain-Pacific Oil cases, 
In connection with the reopening it gave a notice to the public 
as follows: 


may here. 


These cases have been reopened by the Commission for recon- 
sideration in connection with changed economic conditions. It has 
been suggested that they relate to traffic which is able to bear rates 
higher than those which we have hitherto prescribed; that the in- 
creased revenue so derived would be of great benefit to the carriers 
under present conditions and would not seriously affect the public 
served; that under existing circumstances our standard of maximum 
reasonable rates on this traffic may appropriately and lawfully be 
modified accordingly. Without in any way prejudging this suggestion, 
the Commission has deemed it desirable that the cases be reopened 
and reheard, so that this matter may be thoroughly considered. 


It is understood that the suggestions about ability to bear 
higher rates and depletion of revenue originated among the com- 
missioners in their consideration of the Idaho case. 

The other cases that have been reopened are No. 23760, 
C-B Oil Co. et al. vs. A. T. & S. F. et al., a sub-number there 
under, Camas Oil Co. et al. vs. Same; No. 23831, Burley Home 
Oil Co. et al. vs. C. M. St. P. & P. et al.; No. 23543, Idaho Freight 
Rate Association vs. O. S. L. et al.; No. 23640, Rates on Petro- 
leum and Petroleum Products within the State of Montana; No. 
23658, White Eagle Oil Corporation vs. B. A. & P. et al., and 
sub-numbers, Texas Co. vs. Same, and Midwest Refining Oo. 
et al. vs. Same; No. 20145, Interstate Rates on Petroleum Prod- 
ucts to Points in Colorado and Utah; and No. 10856, Utah State 
Automobile Association vs. A. T. & S. F. et al. Further hear- 
ing is to be had on these cases on a common record at times 
and places to be hereafter fixed so far only as the rates on 
petroleum and its products embraced in the proceedings for the 
future are concerned. All the cases, except the Idaho case, were 
decided years ago, some as far back as 1924. 

Revenue questions arose in connection with the Commis- 
sion’s consideration of the Idaho case. It was estimated by the 
railroads that if the proposed report were adopted their losses 
in revenue would amount to about $500,000 a year. The proposed 
report was made in the light of the Commission’s decisions in 
the prior cases, particularly No. 10856, the Utah Automobile 
Association case, No. 20145, Interstate Rates on Petroleum Proé- 
ucts to Points in Colorado and Utah, commonly known as the 
Rio Grande case, No. 23640, Rates on Petroleum and Petroleum 
Products within the state of Montana, and No. 23658, The White 
Eagle Oil Corporation case. The decisions in those cases were 
related to each other in the level of the rates prescribed s0 
that the examiner in the Idaho case could not, it seemed, give 
as much consideration to the revenue feature as to the relatiol- 
ship feature. 


FINAL VALUATIONS 


Valuation No. 741, Fort Worth Belt Railway Co., opinion 
No. B-810, 36 Val. Rep. 810-13. By division 1. Upon further 
hearing certain areas of land leased by the Fort Worth Belt 
from Armour & Co. and Swift & Co., found not to be used by 
it in its common carrier operations. Former report, 29 Val. 
Rep. 457. 

Valuation No. 969, Galveston, Houston & Henderson Rail- 
road Co., opinion No. B-814, 38 Val. Rep. 1-42. By division 1. 
Final value for rate making purposes of the property owned 
and used for common carrier purposes, found to be $3,565,000; 
of the property owned but not used $8,850, and of that used 
but not owned $36,845, as of June 30, 1918. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Judicial Court of Massachusetts. Middlesex.) 
Action, based on cause of action which arose in Georgia by 
reason of contract made in New York, and instituted by resident 
by means of attachment on property in Massachusetts, against 
nonresident railroad engaged in interstate commerce, but having 
no place of business and not owning or operating railroad with- 
in Massachusetts, held not undue burden on interstate com- 
merce (G. L., c. 227, sec. 1; c. 246, secs. 1, 4; c. 231, sec, 42; 
Const, Mass. Declaration of Rights, art. 11; Const. U. S., art. 1, 
sec. 8, cl. 3; Amends, 5, 14). (Cressey vs. Erie R. Co., 180 N. E. 
Rep. 160.) 

Generally, one has right to seek redress of his grievances 
in forum of his domicile, provided courts of domicile can secure 
jurisdiction over adversary.— Ibid. 





(Court of Appeal of Louisiana. Second Circuit.) Connect- 
ing carrier delivering goods in damaged condition is liable 
without proof damage was occasioned by his fault, unless he 
shows he received them in such condition. (Snowden vs. Tre- 
mont & G. Ry. Co., 140 Sou. Rep. 122.) 

There is rebuttable presumption goods are delivered to de- 
livering carrier in same condition as when delivered to first 
of connecting carriers.—Ibid. 

Consignee suing for damages to shipment need only allege 
delivery to initial carrier in good condition, receipt in damaged 
condition, and amount of loss.—Ibid. 

There is rebuttable presumption that damage to shipment 
occurred while goods were transported by delivering carrier.— 
Ibid. 

Absent pleading or evidence of good condition of goods 
when shipped, there is no presumption of delivery in good con- 
dition to delivering carrier.—Ibid. 

Shipper’s general manager held incompetent to testify as 
to loading and condition of shipment. 

Cross-examination of witness showed that he had nothing 
to do with actual loading, which was done by subordinates, and 
therefore anything that he might say as to condition of chairs 
when they went into car, Way and manner of loading, and as 
to agent of initial carrier having inspected shipment and ap- 
proved manner of loading would be hearsay.—lIbid. 

Plaintiff suing carrier for damage to shipment held to have 
neither alleged nor proved delivery to initial carrier in good 
condition.—Ibid. 

Plaintiff suing carrier for damage to shipment had burden 
to prove allegation of rough handling, though it was unnecessary 
to allege any negligence.—Ibid. 

Evidence of plaintiff suing carrier for damage to shipment 
failed to sustain allegation of rough handling, and defendant’s 
evidence held to have successfully refuted it.—Ibid. 

Delivering carrier may rebut presumption that it caused 
damage to shipment by examining car when it received it or 
showing that nothing occurred likely to cause damage while 
shipment was in. its possession.—Ibid. 

Breakage of chairs in shipment, held attributable solely to 
manner of loading, rendering shipper liable.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Springfield Court of Appeals. Missouri.) Even when facts 
Will permit suit against carrier as insurer of freight, if shipper 
alleges negligence, he must prove negligence alleged, to recover. 
(Ozark Fruit Growers’ Assn. vs. St. Louis-San Francisco R. Co., 
46S. W. Rep. (2d) 895). 

_ Ordinarily, carrier cannot be held liable for failure to de- 
A goods at point of destination in time for certain market. 
—Ibid. 

If delay in transportation caused by carrier’s negligence 
deprived shipper of benefit of market on certain day, and shipper 
is damaged thereby, loss of market may be considered in estimat- 
ing damages.—Ibid. 

Carrier is not insurer of perishable fruit if damage results 
from perishable nature. 

Carrier is not an insurer of perishable fruit, which will in 
time deteriorate by reason of its inherent HMabliity to decay, if 
the damage results from the perishable nature of the fruit, but 
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that does not prevent recovery if there is negligent delay in 
transportation and the delay keeps the fruit off the market 
until by its nature it decays.—TIbid. 

Testimony of consignee’s manager regarding telephone con- 
versation with carrier’s office, offered to establish negligent de- 
lay in transportation of perishable fruit, held erroneously ex- 
cluded. 

Testimony of consignee’s manager that he was informed by 
telephone either from the local office of the carrier or from 
the district freight office that an engine of the local freight 
had been taken off the train and was hauling ballast for the 
railroad was erroneously excluded in shipper’s suit against 
carrier, since maintenance of telephone in office constitutes invi- 
tation of those having business with proprietor to call over the 
phone if they so desire when transacting business with party 
maintaining the phone, and it will be presumed that party an- 
swering the phone has authority to speak and bind party for 
whom he speaks.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Court of Appeals of District of Columbia.) Grant of per- 
petual charter by Connecticut Legislature to railroad company 
constituted grant in perpetuity. (New York, N. H. & H. R. Co. 
vs. Interstate Commerce Commission, 55 Fed. Rep. (2d) 1028). 

Railroad, under agreement with connecting railroad and act 
of New York Legislature, held to have acquired franchise and 
perpetual easement to right of way over connecting railroad in 
New York state (Act N.Y. 1848, c. 143). 

Agreement, in substance, gave Connecticut railroad com- 
pany right “to run their trains, engines, * * * over the track 
or tracks of the road,” of a New York railroad company into the 
city of New York, and was to continue in force “during the 
terms of their charters respectively and for all renewals there- 
of.” Subsequently an act of the New York Legislature (Acts 
1848, c. 143) authorized the Connecticut railroad company, in 
substance, to use the road of the New York railroad company 
“upon such terms and to such point” as may be agreed upon. 
Act further provided for filing of copy of agreement duly au- 
thenticated in the office of the secretary of state of New York. 

Easement granted to railroad for right of way over road of 
connecting railroad held not affected by subsequent long-term 
lease to third railroad company of all property and interests of 
connecting railroad.—lIbid. 

Under agreement between railroads for construction of 
passenger terminals, and prior grants of easement for use of 
right of way of railroad constructing terminal, railroad held 
to have base fee in undivided one-half of New York terminal 
and approaches, to be considered by Interstate Commerce Com- 
mission in valuing railroad’s property (Interstate Commerce 
Act, sec. 19a, pars. a, b, as amended, 19 USCA, sec. 19a (a, b). 
—Ibid. 

Rights of railroad to use of Boston terminal facilities and 
approaches, under act creating terminal corporation, held prop- 
erty of railroad, notwithstanding stock ownership to be con- 
sidered by Interstate Commerce Commission in valuing prop- 
erty (Acts Mass. 1896, c. 516; Interstate Commerce Act, sec. 
19a, pars. a, b, as amended, 19 USCA, sec. 19a (a, b).—Ibid. 

Power vested in Interstate Commerce Commission to value 
property of railroad is unlimited in scope (Interstate Commerce 
Act, sec. 19a, pars. a, b, as amended, 19 USCA, sec. 19a (a, b). 
—Ibid. 

Valuation by Interstate Commerce Commission of property 
owned or used by carrier is not prima facie evidence merely 
for rate-making purposes (Interstate Commerce Act, sec. 5 and 
sec. 19a, pars. a, b, as amended, 19 USCA, sec. 5 and sec. 19a 
(a, b).—Ibid. 

Interpretation of statute, by Interstate Commerce Commis- 
sion refusing to perform ministerial act clearly imposed, is not 
such exercise of discretion which cannot be controlled by man- 
damus.—Ibid. 

For mere error in performance of statutory duty, official 
discretion erroneously exercised cannot be controlled by man- 
damus, but refusal to act amounts to a refusal to assume juris- 
diction.—Ibid. 
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Interstate Commerce Commission may always be required 
by mandamus to take jurisdiction of statutory duty requiring 
official decision or action.—Ibid. 

Court may by mandamus compel Interstate Commerce Com- 
mission to perform duty imposed by law, but cannot direct how 
commission shall decide matter.—Ibid. 

Refusal of Interstate Commerce Commission to assume juris- 
diction of any material part of duty imposed by law warrants 
issuance of mandamus.—Ibid. 

Railroad held entitled to mandamus to compel Interstate 
Commerce Commission to investigate and value carrier’s rights 
in passenger terminals and approaches thereto as property 
owned or used by carrier (Interstate Commerce Act, sec. 19a, 
pars. a, b, as amended, 19 USCA, sec. 19a (a, b).—Ibid. 





(District Court, S. D. New York.) When the Interstate 
Commerce Commission has had a full hearing and has held the 
complainant before it entitled to a reparation order against a 
railroad, held, that the situation is comparable to the entry of 
an interlocutory decree by a court, and the rights of the parties 
have become fixed, so that a reparation order made, and served 
after the railroad has, with permission of the commission, ceased 
to be a carrier, is nevertheless valid and enforceable. (Glens 
Falls Portland Cement Co. vs. Delaware & Hudson Co., 55 Fed. 
Rep. (2d) 971). 

Railroad company’s transfer of its property and operations 
to another company before entry of reparation order held no 
defense to action against other companies on such order.—Ibid. 

Railroad company, whose lines formed part of shorter route 
than that over which unreasonable rates were charged, held 
not necessary party to action on reparation order.—lIbid. 

That railroad company’s through rate for shipment of ce- 
ment by circuitous route was less than distance rates fixed by 
Interstate Commerce Commission for future shipments over 
shorter route, held no defense to action on reparation order.— 
Ibid. 

That group origin and group destination freight rates were 
fixed by carriers before Interstate Commerce Commission estab- 
lished distance rates did not preclude Commission from assum- 
ing reasonableness thereof in reparation proceedings.—Ibid. 

Stare decisis doctrine does not apply to reports of Inter- 
state Commerce Commission.—Ibid. 

Interstate Commerce Commission’s findings held adequate 
to support reparation order based on unreasonableness of group 
origin and group destination freight rates.—Ibid. 

Interstate Commerce Commission’s reparation order and re- 
port are merely prima facie evidence of facts stated and do not 
establish prima facie liability.—Ibid. 

Railroad company, denying unreasonableness of rates 
charged and sufficiency of evidence to support reparation order, 
held entitled to hearing on such issues, though its separate 
defenses are stricken out.—Ibid. 

(Municipal Court of City of New York, Borough of Man- 
hattan, Ninth District.) Rights and liabilities in connection 
with interstate shipments depend on federal act, receipts, and 
common-law principles accepted by federal courts. (American 
Cotton Products Co., Inc., vs. New York Cent. R. Co., 255 N. Y. S. 
672.) 

Bill of lading issued by initial carrier, and classification and 
schedules, including tariff circulars on file with Interstate Com- 
merce Commission, constituted contract of carriage (Interstate 
Commerce Act, sec. 20, par. 11, as amended (49 USCA, sec. 20 
(11) )).—Ibid. 

Though each carrier over whose lines shipment passes may 
be compelled to respond in damages for own default, its lia- 
bility that is imposed by Interstate Commerce Act as measured 
by original carriage contract.—Ibid. 

“Bill of lading” serves as receipt, contract of carriage, and 
documentary evidence of title (Interstate Commerce Act, sec. 
20, par. 11, as amended, 49 USCA, sec. 20 (11). 

As a receipt, a bill of lading recites place and date of ship- 
ment, describes goods as to quantity, weight, dimensions, identi- 
fication marks, condition, quality, and value. As a contract, it 
names the contracting parties, which includes consignee, fixes 
route, destination, and freight rate or charges, and stipulates 
rights of, obligations assumed by, parties.—Ibid. 

Owner of goods transported by common carrier has right 
to have consignment while in transit and before reaching des- 
tination diverted at any intermediate point.—Ibid. 

As respects transportation, carrier’s obligation terminates 
when goods reach original destination, hence transit beyond 
original destination usually requires new contract.—Ibid. 

Forwarding goods, after arrival at destination is usually 
termed “reconsignment.”—Ibid. 

Where carrier on reconsignment is not same as initial car- 
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rier issuing bill of lading, new contract of carriage is made with 
carrier performing additional transportation.—Ibid. 

Telegraphic notice received by initial carrier held to jg. 
close intention to change destination in transitu, if possible 
rather than reconsignment on arrival at original destination. 

The telegram from plaintiff, in part, directed that shipper 
should have agent change destination of car, originally shippeq 
to Rochester, N. Y., to New Glasgow, Nova Scotia, and that agent 
should wire plaintiff as soon as agent located car and that 
plaintiff would send bill of lading to have change noted thereon, 
Such telegram clearly contemplated location of car before 
arrival at original destination and telegraphic advice on loca. 
tion so that change in destination could be made in transity— 
Ibid. 

Conditions governing change in destination contained jp 
carrier’s tariff circulars filed with Interstate Commerce (Com. 


mission held part of carriage contract, binding consignee ang . 


carrier.—Ibid. 

Carrier cannot waive terms of its carriage contract. 

This is so since lawfully filed tariff regulations practically 
have effect of statute.—Ibid. 

Carrier failing to change destination in transitu according 
to telegraphic notice, shipper given notice of arrival at original 
destination was entitled to delivery there under original contract, 

Facts disclosed that after initial carrier received notice to 
change destination if car could be located, car was not locateg 
in transit and shipper not notified by telegraph before car 
reached original destination, and thereafter shipper was notified 
by telegram and original contract never modified as prescribed 
by lawfully filed tariffs. When shipment arrived at original 
destination, defendant, last carrier, gave notice of arrival to 
shipper in usual form, but no direction to change destination 
after arrival at original destination was given to initial carrier 
or to defendant last carrier, hence shipper was entitled to 
delivery under original contract and defendant carrier was not 
authorized to act on telegraphic instruction to change place of 
destination.—Ibid. 

Last carrier not having completed performance by delivery 
at original destination, after failing to divert shipment in 
transitu, held liable for cost of transportation above proper 
changes on shipment which shipper would be required to pay to 
complete performance.—Ibid. 

(Supreme Court of Ohio.) Person owning terminal, furnish- 
ing terminal facilities, and making contracts for trans-shipment 
in motor vehicles, held subject to regulation as “motor trans- 
portation company” (Gen. Code, secs. 614-2, 614-84 (113 Ohio 
Laws, pp. 482, 484). (Larkin vs. Public Utilities Commission, 
180 N. E. Rep. 54). 





(Supreme Court of South Carolina.) Statutes or ordinances 
requiring business license or imposing license or occupation tax 
must be construed liberally in favor of citizen. (Pee Dee Chair 
Co. vs. City of Camden, 162 S. E. Rep. 771.) 

No one can be held to payment of license or occupation 
tax unless he comes clearly within terms of particular statute 
or ordinances.—Ibid. 

“Business” or “occupation,” as used in statutes or ordinances 
requiring persons engaged in a “business” or “occupation” to 
obtain license, implies custom or continuity.—Ibid. 

Outside manufacturer which delivered by truck single load 
of goods to local buyer held not liable to license tax for carrying 
on “business” of hauling merchandise by truck within munici- 
pality.— Ibid. 





Shi * e 
pping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Contract of 
affreightment carried implied covenant of seaworthiness Tre 
quiring that vessel be fit to receive cargo when loading began 
and fit to sail at time of sailing. (The Fred. Hasler, 55 Fed. 
Rep. (2d) 919.) 

Insecure ports or hatches which are believed to be secured 
so that nothing more is expected to be done will render vessel 
“unseaworthy.”—Ibid. 

Where peak hatches of barge were loose and fact was Ud- 
known to man in charge, and after loading, but before it broke 
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ground, waves swept over it and barge sank, barge was “un- 
seaworthy” when loading began and there was breach of im- 
plied warranty of seaworthiness in contract of affreightment.— 


Ibid. 


(Circuit Court of Appeals, Second Circuit.) Mere visual 
examination of ship’s cargo port by owner’s representatives, 
without moving cargo, after collision with wall, held not error 
in management, but lack of due diligence to make ship sea- 
worthy. (Gold Dust Corporation vs. Munscn S. S. Line, 55 Fed. 
Rep. (2d) 900.) 

Burden was on shipowner, sued for damage to cargo by 
water, to show due diligence to make vessel seaworthy after 
collision with wall at loading port.—Ibid. 

Shipowner cannot claim exemption from liability for damage 
to cargo because of error in management without showing due 
diligence to have ship properly manned (Harter Act, sec. 3 (46 
USCA, sec. 192) ).—Ibid. 

Shipowner held liable for fresh water damage to cargo be- 
cause of assistant engineer’s negligence in leaving ship without 
telling anyone to shut off water running into tanks, in absence 
of evidence of due diligence respecting such officer’s compe- 
tency (Harter Act, sec. 3 (46 USCA, sec. 192)).—Ibid. 








(Circuit Court of Appeals, Second Circuit.) Bill of lading 
clause, requiring notice of damage claim within 48 hours after 
landing of, or failure to deliver goods, held valid. (The Cherca, 
55 Fed. Rep. (2d) 926). 


(Court of Appeals of New York.) Statement of general aver- 
age prepared by adjusters pursuant to bill of lading, which 
statement consignees agreed not to oppose, held conclusive on 
insurance company which guaranteed adjusters payment of 
proper general average. (Rebora vs. British & Foreign Marine 
Ins. Co., Ltd., 180 N. E. Rep. 90.) 

Permitting jury to pass on extraneous issue held not to 
require reversal, where same verdict would be demanded.—Ibid. 

Suit against insurer on guaranty of payment of general 
average held within state court’s jurisdiction.—Ibid. 








(Supreme Court of Oklahoma.) Corporation commission 
cannot award reparation for payments on freight shipments 
where charges, when made, were in accordance with rates fixed 
by commission (Const., art. 9, secs. 18, 23; Laws 1913, c. 10, 
sec. 1). (St. Louis-San Francisco Ry. Co. vs. State, 8 Pac. Rep. 
(2d) 744). 





COAL CARGO FIRE LOSS 
The Supreme Court of the United States, in No. 809, Earle 
& Stoddart, Inc., et al., petitioners, vs. Ellerman’s Wilson Line, 
Ltd., has granted a petition for a writ of certiorari to the United 
States Circuit Court of Appeals for the second circuit. The 
case involves the question of liability for damage to cargo by 
fire on a vessel. 


N. Y. C. UNIFICATION 


In No. 707, The New York Central Securities Corporation, 
appellant, vs. United States et al., the Supreme Court of the 
United States, April 18, noted probable jurisdiction in the case 
which is on appeal from the district court of the United States 
for the southern district of New York. The lower court dis- 
missed appellant’s bill in a suit to set aside and annul two 
orders of the Commission which authorized the New York 
Central to acquire control of the C. C. C. & St. L., the Michigan 
Central and Chicago, Kalamazoo & Saginaw Railway Co. The 
appellant is a minority stockholder of the railroads. 


NEW HAVEN VALUATION 


The Supreme Court of the United States, April 18, granted 
a petition for a writ of certiorari to the Court of Appeals of 
the District of Columbia in No. 773, Interstate Commerce Com- 
mission, petitioner, vs. New York, New Haven & Hartford et al., 
involving the valuation of the carrier’s property. The Com- 
Mission asked a review of the judgment of the Court of Appeals 
reversing a judgment of the Supreme Court of the District of 
Columbia which dismissed a petition for a writ of mandamus 
to compel the Commission to find and include in its reported 
valuation of the New Haven the value of the New Haven’s right 
to participate in the use of terminal facilities in New York and 
Boston, owned and operated by other common carriers. 


THEFTS FROM INTERSTATE COMMERCE 
“George Frank Morgan, alias George Moore, and several 
Others, all operating under aliases, were under suspicion by 
Police officials of a railroad company at East St. Louis, IIl.,” 
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says the Department of Justice. ‘The charge against these men 
was that they had entered a railroad car in transit between East 
St. Louis and Mounds, IIll., and taken therefrom a large quantity 
of clothing which had been shipped in interstate commerce. 
The railroad authorities called upon the agents of the Bureau 
of Investigation, Department of Justice, to assist in investigat- 
ing the case, and from one of the persons implicated full infor- 
mation was obtained by the agents regarding the sale of the 
stolen merchandise. All of the persons were indicted on March 
10, and two of them, Morgan and Bowland, entered pleas of 
guilty on March 23, and were sentenced to three years each in 
the federal penitentiary. Other members of the party received 
sentences of varying terms in jail.” 





STOLE MERCHANDISE FROM MOVING TRAINS 

“In December, last, agents of the Bureau of Investigation, 
Department of Justice, were requested to assist in an investiga- 
tion of the theft of large quantities of merchandise from trains 
moving in interstate commerce into Jacksonville, Fla.,” says the 
Department of Justice. “It was disclosed, as a result of this in- 
vestigation, that commodities to the value of more than $1,700 
had been stolen from interstate shipments shortly before, and 
three men, Charles Ledford, Burnice M. Tilley and R. P. Arnett, 
were taken into custody. Charles Ledford gave the agents a 
detailed story regarding the theft, showing that commodities were 
taken from moving trains for several weeks prior to the arrests. 
Ledford and one Arnett entered pleas of guilty and each was 
sentenced to a year and a day in the United States penitentiary 
at Atlanta, Ga. The trial of one of the persons charged has not 
been held and one is now a fugitive from justice.” 


LOANS TO RAILROADS 


Charles G. Dawes, president of the Reconstruction Finance 
Corporation, told the House committee on ways and means April 
21 that the loan to the Missouri Pacific that had been criticized 
was handled strictly as a business proposition. In the course 
of his remarks he severely arrainged political attacks on the 
corporation and appealed for cessation of such attacks in the 
interest of the country as a whole. He showed that for that 
part of the Missouri Pacific loan to pay off $5,850,000 of notes 
held by J. P. Morgan & Co., Kuhn, Loeb & Co., and the Guaranty 
Trust Co., on the basis of the greatly depressed stock market 
prices of last Saturday (April 16) the securities put up as col- 
lateral for the $5,850,000 had a market value of $5,139,375. In 
answer to questions he said he would not personally favor lend- 
ing money to a railroad to pay dividends, though he emphasized 
that the corporation was handling each case on its merits. 

Mr. Dawes appeared before the committee, in response to 
the invitation of the committee, to discuss the affairs of the 
Reconstruction Finance Corporation and the proposal to print 
two billions of currency to pay the soldier bonus. After roundly 
condemning inflation of currency as proposed he inquired why 
somebody had not asked him about the Missouri Pacific loan and 
then he was invited to discuss it. 


The country had started on the way to recovery, he de- 
clared, because confidence was returning. He said the corpora- 
tion would be repaid practically all the money it loaned. 

The Townsville Railroad Co. has applied for a loan of 
$32,000 from the Reconstruction Finance Corporation for three 
years to pay matured funded debt of $1,500; to pay interest of 
$21,000; to pay current liabilities of $5,223.47; to pay a claim of 
the Seaboard Air Line for car hire, $810, and to meet operating 
expenses in 1932, $3,000. It offers its note as security. 

The Alton Railroad Co., in Finance No. 9333, has applied 
for a loan from the Reconstruction Finance Corporation of 
$2,500,000 for three years. The loan is desired for the making 
of payment of receiver’s certificates, demand notes, taxes, and 
equipment obligations. The Alton has offered as security 6,494 
shares of 7 per cent stock of the Joliet Railroad Co., 3,072 shares 
of preferred stock and 25 shares of common stock of the Kansas 
City, St. Louis & Chicago Railroad Co.; 1,250 shares guaranteed 
preferred stock; 164 shares preferred stock, and 329 shares of 
common stock of the Louisiana & Missouri River Railroad Co.; 
$44,939 Kansas City Terminal Railway Co. notes; $105,500 stock, 
and $421,650 notes Alton Grain Elevator Co. 

The Chicago, Milwaukee, St. Paul & Pacific Railroad Co. 
has applied for a loan of $10,996,331 from the Reconstruction 
Finance Corporation, less such amount as may be lent by the 
Railroad Credit Corporation, to meet interest and maturities 
of funded debt and to provide for additions and betterments. 
It offers as security its general mortgage 5 per cent gold bonds, 
series G. 

The Missouri Southern Railroad has applied for a loan of 
$125,000 for three years from the Reconstruction Finance Cor- 
poration and has offered as security a first mortgage or deed of 
trust covering all its property. The purposes of the loan are: 
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of the Commission, set forth in the brief, revealed that the latter 
stated that the present proceeding involved only the question of 
modification of the Commission’s plan and that whatever was 
the decision of the Commission as to that no actual unifications 
could take place until the regular procedure of the Commission 
had been complied with. Applications for unifications will have 
to be passed on separately by the Commission. 

The Baltimore & Ohio, the Chesapeake & Ohio and the 
pennsylvania filed a joint brief in support of the four-party 
plan. The New York Central did not join in this brief and it 
was understood it would file a separate brief. The New York 
central is a party to the proposal that the Commission modify 
its plan so as to permit consideration of unifications on the 
basis of the four systems proposed by the executives of the 
four big eastern trunk lines. 

The railroad brief consisted of 265 pages. It asserted the 
so-called Wabash-Seaboard system was impracticable and not 
in the public interest; that four railroad systems in eastern 
territory were preferable to five and that throughout the record 
there Was almost no dissent from the proposal of the applicants 
that there should be four systems in eastern territory. In their 
conclusions the three carriers, in part, say: 


It is felt that the time has arrived when this matter should 
be promptly settled if possible. We are facing difficult. conditions 
which eannot be met by hesitation or solved by way of uncertainty 
and confusion. The time and energy which has been devoted to 
devising plans of consolidation can now be better devoted to the 
more constructive purpose of carrying some plan into effect. Other 
proposals may be easily set up—on paper. Objections to the pres- 
ent proposal, or any other which may be made, may be readily 
formulated—also on paper. But this is the only proposal yet made 
— — the essential and persuasive merit of reasonably assured 
fulfillment. 

We submit, therefore, that this matter should now be lifted out 
of the confusion of theories, howsoever attractive, and of selfish 
interests either of the carriers affected or of local communities con- 
cerned, and considered in the light of the policy of the transporta- 
tion act and the larger interests of the country as a whole. At 
least the applicants have done their best to meet the requirements 
of the act and the views of the Commission as embodied in its com- 
plete plan. They submit these proposals with the confident belief 
that if approved they can be made effective; that they meet the 
essential requirements of the act and will go far to insure the con- 
structive development of the transportation service in the territory 
affected thereby; that the adoption of the proposals will be a major 
achievement toward the re-establishment of the credit and stability 
of the transportation agencies; and that it will enable the carriers 
concerned, by sound management, under just and constructive regu- 
lation, to give to the territory served the best and most economical 
transportation service which it has ever enjoyed. 


In a separate brief counsel for the New York Central noted 
a disagreement with counsel for the other three applicants in the 
matter of the interpretation of the language enjoining the Com- 
mission to preserve competition as fully as possible. They also 
asked that they be advised, in this proceeding, of any condition 
which the Commission might promulgate to be observed by the 
New York Central in its taking of the Delaware, Lackawanna & 
Western. 

Their noting of the disagreement with other counsel as to 
the meaning of the language requiring the preservation of com- 
petition, which they held meant competition among railroads as 
they existed and not as they would exist if consolidation plans 
were carried out, was to advise the Commission that they ad- 
hered to the view expressed in 1924, which, however, they said, 
was not the view of counsel for the other applicants. 


Their desire to be advised, in this proceeding as to condi- 
tions that might be imposed as to the D. L. & W., they said, was 
more practical than legal. They called attention to the fact 
that Oswego and Syracuse asked that the Oswego branch of that 
road, allocated to the New York Central, be detached and allo- 
cated elsewhere, 

That suggestion, they said, led into a very practical situa- 
tion. They pointed out that the New York Central was expected, 
in the accomplishment of the plan, to sell its Reading stock to 
the Baltimore & Ohio. That, they said, was a transaction for 
which the New York Central could not be fully compensated in 
money because it involved a disturbance of a traffic alliance 
which had existed for more than a quarter of a century. 

Suppose, said the New York Central lawyers, that the B. & O., 
for any reason, should be in readiness to proceed with its plan 
more speedily than the New York Central and the latter should 
Sell its Reading stock to facilitate the B. & O. plans and then, 
when the New York Central asked to acquire the D. L. & W.,, it 
would be told that it could not have the Lackawanna in its 
entirety although it had been so allocated, such allocation not 
having taken into consideration the possibility of the imposition 
of conditions because at that stage of the proceedings the Com- 
Mission could not legally impose them. 

Whatever the law might be on the subject, the New York 
Central lawyers submitted that on practical grounds any condi- 
tion which might be sought to be imposed on the allocations to 
the New York Central which might impair the integrity of its 
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proposed system should be considered and disposed of in this 
proceeding. A development such as they suggested, from the 
standpoint of the New York Central, they said, would be most 
unfortunate. In view of the facts recorded in the recent investi- 
gation, together with the facts now recorded in the pending 
proceeding, it would seem, said tkey, to be practicable for the 
Commission to make such determination whether it was or was 
not at this stage beyond its jurisdiction. They said that the 
position taken by their associates, to which they alluded, oc- 
curred in connection with a discussion of the holdings of the 
Pennsylvania and the Pennroad Corporation of securities of 
New England roads, a controversy from which they said they 
desired to abstain. 

The Delaware & Hudson and its subsidiaries said that the 
applicants’ purpose was “to force the owners of the Delaware & 
Hudson, and their capital, out of the railroad industry and, by 
acquiring the railroad for themselves, to extend their own Ssys- 
tems.” Such an amendment to the Commission’s complete plan, 
they said, would constitute an impairment of the rights of those 
owners and put a cloud upon their title to their property. They 
said that the change could not be made unless the Commission 
first found that such an exclusion of those owners, and their 
capital, would be in the public interest, adding that no such 
finding could be justified in fact or upon this record. The 
complete plan, they said, would not, of course, force the Del- 
aware & Hudson’s present owners to retire from the industry 
but that the amended plan left the present owners no alterna- 
tive. They said expropriation of the Delaware & Hudson’s own- 
ers was proposed by corporations that were violating the anti- 
trust laws and evading the authority of the Commission, ‘and 
for their own benefit.” 

A large part of the Delaware & Hunson brief is devoted to 
the financial phase of the subject, the objecting carrier con- 
tending that “some of the applicants, in attempting to forestall 
and control action by the Commission (through the purchase 
of securities of other railroads), have become, and must for a 
long time remain, financially impotent to consummate their 
consolidation plans even should those plans be forthwith and 
fully approved by this Commission.” 

The brief said that financial data to show the ability of 
proponents of a plan to carry it out were necessary and that 
the view put forth that such data were not necessary or rel- 
evant in the making of a plan amounted to a suggestion that 
the Commission had been directed to prepare a plan without 
regard to whether there was any possible chance of its ap- 
proving any part of the plan when brought forward in connec- 
tion with an application under section 5(2) or 5(6). 

‘It would be beneath the dignity of the Commission,” says 
the brief, “and a reflection upon the good sense of Congress, if 
any such interpretation could be placed upon section 5(4-5).” 

A large part of the brief was devoted to financial data, 
taken from the Splawn report and the exhibits of the applicants 
to show, as the Delaware & Hudson said, the efforts of the 
applicants, by the purchase of stocks and bonds, to forestall 
the Commission, the great difference between the prices paid 
and their market value at the time of the hearing, and the 
return to the three applicants it said did the buying to forestall 
the Commission. A table pertaining to the so-called Van Swer- 
ingen, the Pennsylvania and Baltimore & Ohio purchases, shows 
the cost of the securities bought to have been $927,570,805, 
their market value at the time the material was put into the 
record to have been $355,610,419 and the yearly income on them, 
1.96 per cent. These purchases, the brief contends, tends to 
exhaust applicants’ resources and -impair their credit. The 
losses imposed upon the public and upon the stockholders of 
some of the applicants, says the brief, are enormous and irre- 
trievable. 

The Delaware & Hudson asks that the application be dis- 
missed without prejudice 

Briefs were also filed by states, communities, shippers’ or- 
ganizations, civic associations and railroads, all interveners in 
the case, emphasizing the points made in their testimony in 
behalf of changes proposed by them in the plan submitted by 
the four proponents of a four system plan in the eastern 
district. 

The American Short Line Railroad Association, in its brief, 
said that the outstanding feature of the application that was 
before the Commission, viewed from the standpoint of the short 
line railroads, was that the four system plan had been agreed 
to by the management of the four principal carriers involved, 
was practicable, and would be proceeded with if the application 
were approved by the Commission. The association said that 
as the matter appeared to it, the four large systems, as pro- 
posed, would result in easier operation, better service, more 
simplified regulation by the Commission, greater facility in the 
matter of routing, with a fewer number of transfer points, and, 
consequently, shorter time in transit. 

A brief in behalf of the Brotherhood of Railroad Trainmen 
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opposes both four and five system plans on the grounds, among 
others, that they will add to unemployment through displace- 
ment of a great number of employes, injure business in local 
communities, cause loss to railroad employes who have invest- 
ments in homes and other property at railroad terminals, de- 
prive railroad employes of pension and other rights and will 
not improve railroad service but strengthen the business of 
competing agencies of transportation, thereby further injuring 
the railroad industry. The brief says it speaks for all employes 
embraced in the organization except yard conductors and brake- 
men on the D. L. & W. and New York Central, west. It ques- 
tions whether Congress, at this time, would favor consolida- 
tion and said it seriously doubted whether the Congress that 
authorized the Commission to formulate a consolidation plan 
would have done so if it had anticipated even in the slightest 
degree general business conditions as they now existed. The 
organization said that suggestions of conferences with railroad 
managements looking to assurance of maintenance of rights of 
employes showed that the railroads had nothing to offer. It 
said that those suggestions of conference resulted in cessation 
of vigorous efforts to bring about passage of Senate Joint 
Resolution No. 161, to hold up consolidation. It added that “we 
are confident that if the Congress which authorized the Com- 
mission to act on railroad consolidations or the present Con- 
gress had known, in advance, of the attitude of the railroads, 
there would have been no question but what Congress would 
have passed Senate Joint Resolution No. 161.” 

“There is no use further of deceiving ourselves as to what 
is or is not in the public interest,” says the brief. “Throwing 
men out of employment, making practically worthless their in- 
vestments in homes and property, making migratory workers 
out of citizens who have been permanently located in communi- 
ties and become part of the life thereof, is only destroying 
citizenship, construed in its broadest sense.” 

The Wabash, in its brief, repeats, in large measure, the 
testimony given in behalf of the fifth system in the hearing on 
the four system application. In that testimony it was said the 
purchase of its stock by the Pennsylvania and financial help- 
lessness of the Wabash resulting in its receivership was due in 
no small measure to the situation created by the purchase and 
the treatment by the Pennsylvania of its purchase as an in- 
vestment. 

Oral argument will be heard by the Commission April 25 
and 26. 


C. OF C. AND TRANSPORT 


Proposals for consideration at its twentieth annual meeting 
at San Francisco, Calif., May 17-20, relating to transportation, 
have been made public by the Chamber of Commerce of the 
United States. They include the proposals of the Railway Busi- 
ness Association which were published in The Traffic World, 
April 16, p. 811. Other proposals follow: 


Railroad Transportation 


The Chicago Association of Commerce proposes a declaration 
favoring repeal of the recapture provisions of the transportation act, 
1920, ab initio. 

The Hammond Chamber of Commerce (Indiana) proposes a 
declaration that the chamber should have a special committee to 
make a thorough study of transportation by rail, motor, water, and 
air, with particular reference to federal and state regulations, rate- 
making by the Interstate Commerce Commission, tax burdens upon 
railroads, other governmental restrictions on operation of railroads 
not imposed on other forms of transportation, etc., the purpose be- 


ing to obtain recommendations for a coordinated transportation sys-~* 


tem, with a basis of fair competition among the parts. 

The Scranton Chamber of Commerce (Pennsylvania) proposes a 
declaration in favor of repeal of the provisions of the transportation 
act under which so-called excess earnings are to be paid into a fund 
in the federal treasury, and in favor of return to the railroads of 
such amounts already paid. 


Highway Finance 


The report of a special committee, and its recommendations, 
have been referred to the annual meeting. The recommendations 
are to the effect that no highway should be improved by expenditure 
of public funds in excess of the immediate earning capacity in the 
form of economic return to the public, that the highways of each 
state should be classified in accordance with the results of traffic 
surveys into highways of general use and those of chiefly local use, 
that as a general principle highways outside municipalities should 
be financed, built, and maintained by state authorities, that special 
assessments should be used only where adjoining = will be 
made available for materially more lucrative use, that taxes levied 
upon highway users for highway development and their mantenance 
should be levied exclusively by the state, that general revenues of 
local units available for highway purposes should be conserved for 
local road and street programs, etc. 


Highway Transportation 


The Altoona Chamber of Commerce (Pennsylvania) proposes uni- 
form state regulation and corresponding interstate regulation of the 
dimensions, operating hours, physical condition, etc., of motor trucks 
and _ busses. 

The Chamber of Commerce and Civics of the Oranges and 
Maplewood (New Jersey) proposes federal legislation for regulation 
and supervision of operation of motor busses interstate. 

The National Association of Motor Bus Operators proposes a 
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declaration urging all legislative and governmental agencies to 
courage to the fullest extent the public use. of highways. ‘ 

The National Association of Motor Bus Operators proposes , 
declaration for uniform reasonable restriction of dimensions, speeq 
etc., of motor busses in interstate commerce, to the end that such 
commerce may not be burdened and that only safe and suitabj 
equipment may be operated. : 


Merchant Marine 

The transportation and communication department committe 
proposes a declaration in favor of continuance of the assistanc 
granted to merchant vessels under the Jones-White law, new pro. 
visions for assistance to high-speed mail liners, assurance of pro. 
tection of coastwise trade, disposal of services still maintained py 
shipping board, retirement of the government from operation of the 
Panama Railroad Steamship Company and the army and nayy 
transport services, etc. R 


Panama Canal Traffic 
_ The Pueblo Chamber of Commerce (Colorado) proposes a declarg. 
tion that intercoastal rates by water through the canal should be 
regulated by the Interstate Commerce Commission. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 9 totale 
544,806 cars, according to reports filed by the railroads With the 
car service division of the American Railway Association. This 
was a reduction of 155 cars below the preceding week, 192,466 
cars below the corresponding week in 1931 and 366,510 cars up. 
der the same period two years ago. 

Miscellaneous freight loading the week ended April 9 to. 
taled 196,413 cars, an increase of 3,878 cars above the preceding 
week. 

Loading of merchandise less than carload lot freight totaled 
187,687 cars, an increase of 1,198 cars above the preceding week. 

Revenue freight loading by districts the week ended April 
9 and for the corresponding period of 1931, was reported as 
follows: 


Eastern district: Grain and grain products, 5,315 and 5,521; live 
fstock, 1,585 and 1,745; coal, 25,794 and 31,061; coke, 1,375 and 1,775; 
forest products, 1,535 and 2,099; ore, 453 and 991; merchandise, L. 
C. L., 49,330 and 60,299; miscellaneous, 45,235 and 67,251; total, 1932, 
130,622; 1931, 170,742; 1930, 206,004. 

Allegheny district: Grain and grain products, 2,773 and 3,112; live 
stock, 1,312 and 1,296; coal, 25,801 and 32,047; coke, 1,639 and 3,622; 
forest products, 926 and 1,540; ore, 567 and 1,258; merchandise, L. C. 
L., 38,984 and 47,225; miscellaneous, 39,130 and 62,225; total, 1932, 
111,132; 1931, 152,325; 1930, 187,506. 

Pocahontas district: Grain and grain products, 293 and 282; live 
stock, 43 and 37; coal, 20,485 and 25,510; coke, 194 and 289; forest 
products, 589 and 707; ore, 72 and 64; merchandise, L. C. L., 5,405 
and 6,133; miscellaneous, 5,353 and 7,511; total, 1932, 32,434; 1931, 
40,533; 1930, 52,868. 

Southern district: Grain and grain products, 2,694 and 3,849; 
live stock, 769 and 1,028; coal, 8,489 and 14,653; coke, 227 and 444; 
forest products, 6,394 and 10,221; ore, 391 and 780; merchandise, L. 
C. L., 32,387 and 37,518; miscellaneous, 33,183 and 50,848; total, 1932, 
84,534; 1931, 119,341; 1930, 148,149. 

. Northwestern district: Grain and grain products, 5,900 and 8,387; 
live stock, 4,288 and 5,334; coal, 3,236 and 4,194; coke, 508 and 937; 
forest products, 4,598 and 8,634; ore, 362 and 807; merchandise, L. C. 


L., 22,284 and 27,680; miscellaneous, 20,195 and 28,081; total, 1932, 
61,371; 1931, 84,054; 1930, 107,665. 
Central Western district: Grain and grain products, 8,490 and 


10,732; live stock, 7,311 and 8,860; coal, 3,223 and 5,957; coke, 77 and 
122; forest products, 3,117 and 5,599; ore, 623 and 2,424; merchandise, 
L. C. L., 25,829 and 29,615; miscellaneous, 31,595 and 41,991; total, 1932, 
80,265; 1931, 105,300; 1930, 130,975. 

Southwestern district: Grain and grain products, 3,561 and 5,041; 
live stock, 1,865 and 2,120; coal, 1,172 and 2,730; coke, 39 and 61; 
forest products, 2,418 and 3,774; ore, 203 and 312; merchandise, L. 
C. L., 13,468 and 15,161; miscellaneous, 21,722 and 35,778; total, 1932, 
44,448; 1931, 64,977; 1930, 78,149. 

Total, all roads: Grain and grain products, 29,026 and 36,924; live 
stock, 17,173 and 20,420; coal, 88,200 and 116,152; coke, 4,059 and 7,250; 
forest products, 19,577 and 32,574; ore, 2,671 and 6,636; merchandise, 
L. C. L., 187,687 and 223,631; miscellaneous, 196,413 and 293,685; total, 
1932, 544,806; 1931, 737,272; 1930, 911,316. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 

Four weeks in January............ 2,269,875 2,873,211 3,470,797 
Four weeks in February.......... 2,245,325 2,834,119 3,506,899 
Four weeks in March.............. 2,280,672 2,936,928 3,515,733 
2 ££ eee 544,961 727,852 908,059 
WO CE BO! Bi ces scssicscesccse 544,806 737,272 911,316 
MEE, Nisee nce eccndoondansawane 7,885,639 10,109,382 12,312,804 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
March 15-31, inclusive, was 704,747, as compared with 705,873 
cars the preceding period, according to the car service division 
Sicee American Railway Association. It was made up as 
ollows: 


Box, 309,981; ventilated box, 1,875; auto and furniture, 53,353; 
total box, 365,209; flat, 24,202; gondola, 150,211; hopper, 114,395; total 
coal, 264,606; coke, 1,343; S. D. stock, 27,241; D. D. stock, 4,882; re- 
frigerator, 14,387; tank, 622; miscellaneous, 2,255. 


Canadian roads reported a surplus of 43,925 cars, made uP 
of 37,500 box, 1,850 auto and furniture, 1,525 flat, 975 gondola, 
1,200 S. D. stock, 125 refrigerator and 750 miscellaneous cars. 
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April 23, 1932 


MERCHANT MARINE INQUIRY 
The Traffic World Washington Bureau 


The Shipping Board, the Department of Commerce and the 
Postmaster General were charged with having wronged the 
minority stockholders of United States Lines, Inc., by John S. 
Stover, attorney for the committee representing the minority 
stockholders, in testimony before the House committee on mer- 
chant marine, radio and fisheries, April 20. The minority stock- 
holders, said he, were seeking redress from the government. 

Asked by Representative Gifford, of Massachusetts, why the 
minority committee came before the marine committee, Mr. 
Stover said because the minority stockholders felt that as the 
result of the entire history of the United States Lines they had 
been wronged and that the United States government and its 
agencies were the approximate cause of the wrong. He said 
they were before the committee for the purpose of obtaining 
redress for that wrong. 

In effect Mr. Stover charged that the course pursued by 
the Shipping Board in bringing about the reorganization of the 
United States Lines had wronged the minority stockholders. 
He contended their interests would have been better protected 
had there been a receivership of the United States Lines, Inc., 
when it could not meet its obligations to the board. He charged 
that the board had virtually ordered Paul W. Chapman to sign 
documents presented to him to the end that the reorganization 
might be effected and thaf thereby the board relieved Chapman 
of his responsibility to the stockholders and assumed responsi- 
bility to protect the interest of the stockholders. 

The prospectus of the United States Lines, Inc., on the basis 
of which stock was sold to the public, Mr. Stover further as- 
serted, was approved by formal resolution of the finance com- 
mittee of the Shipping Board. He said the minority interests 
did not contemplate suing Mr. Chapman. 

Chairman O’Connor interpreted the testimony to assert that 
the “administration” had had nothing whatsoever to do with the 
matter of the United States Lines. He said that that was a 
Shipping Board matter and that the board finished the job. 
Mr, Stover said he had not referred to the “administration” and 
that he had no idea of connecting President Hoover with the 
matter. Mr. O’Connor said the witness had referred to the 
Postmaster General and the Secretary of Commerce and wanted 
to know if that did not mean the administration. Mr. Stover 
said they constituted the agencies of the government that had 
had to do with the matter. 


Representative Gifford indicated that the minority stock- 
holders, if they were proceeding on the basis that they had a 
claim against the government, should go before the judiciary 
committee and seek legislation authorizing suit against the 
government. Mr. Stover was not certain as to just what pro- 
cedure should be followed but believed that the merchant marine 
committee might do something that would help the minority 
stockholders.. He said there were approximately 4,700 stock- 
holders, holding about 250,000 shares, and that more than half 
of the stock was held by persons living in towns of 2,500 popula- 
tion or smaller places. 


Chairman O’Connor insisted that the board had considered 
the interests of all the stockholders of the United States Lines 
in handling the reorganization matter and that it had insisted 
that they be given stock in the new company in exchange for 
their old stock. 

Chairman Davis, of the committee, said no further testimony 
would be heard with respect to the United States Lines matter. 


OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


' In spite of a slackening in demand for tonnage in all divi- 
sions in the last few days, freight brokers are optimistic as to 
the outlook for business, particularly in the grain trade, based 
on reports that both Germany and France might be heavy pur- 
chasers of grain in the near future. Of the fixtures reported re- 
cently, two were from Montreal to United Kingdom ports and 
one from the Gulf to Greece. Rates showed no change over 
those last noted. 

In his ocean grain freight market letter, Walter Moore 
hotes that total grain cargo fixtures so far this year are less 
than those for the same period of 1931. His figures include 
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only two fixtures for Brazil, however, as they have not been 
recorded since then on account of their being non-commercial. 

The transatlantic sugar trade had a few fixtures but no 
appreciable change in rates. No coal cargoes were taken. A 
number of steamers were engaged for the West Indies time 
charter trade, one of them for the Canada-West Indies trade 
being done at improved rates. Otherwise there were no un- 
usual features in the past week’s business. 

Business on the Pacific Coast is slack also, with only one 
full cargo fixture being reported recently, a 4,000-ton steamer to 
take wheat from Vancouver to United Kingdom-Continent at 
238s for April-May loading. 

Effective April 20 the United Fruit Co. established direct 
service with fortnightly sailings from New Orleans to Puerto 
Colombia. 

About 1,000 longshoremen on piers of the Clyde-Mallory, 
Southern Pacific and Savannah lines went on strike April 15 
in protest against a 10 per cent wage reduction. 

Failure of efforts of officials of the International Long- 
shoremen’s Association to gain the support of the hoisting en- 
gineers, lighter captains and truckmen’s unions at an executive 
session of the Transportation Trades’ Council operated as a 
setback in the campaign to halt the movement of freight to and 
from the piers. 

Nine Canadian National steamships, all, except one, tied up 
in Halifax, now are offered for sale by the company, according 
to an announcement. This is the largest single sale of the 
government-owned vessels since the close of the war, it is as- 
serted, and all vessels are in excess of 8,000 tons gross, except 
the Canadian Farmer, laid up in Montreal, which is slightly 
more than 3,000 tons. 

All ships are subject to sale in their present condition and 
location, and it is stipulated that their names must be altered 
before the transfer is completed. Several American shipping 
companies have been negotiating with Canadian National 
Steamships, but no agreement has been reached. 

As a result of the strike of longshoremen on the piers of 
the Clyde-Mallory, Savannah and Morgan lines, seven railroads 
have declared an embargo on the delivery of coastwise freight 
so far as their harbor lighterage services are concerned, Joseph 
P. Ryan, president of the International Longshoremen’s Associ- 
ation, announced. 

These roads, Mr. Ryan said, are the Pennsylvania, Central 
Railroad of New Jersey, New York Central, Lehigh Valley; New 
York, New Haven & Hartford; Baltimore & Ohio and the Del- 
aware, Lackwanna & Western. He added that the companies 
had agreed to the embargo in order to prevent their lighters 
from being held up at the piers of the “deep sea” steamship 
companies where union checkers and longshoremen are em- 
ployed. 

The board of directors of the Roosevelt Steamship Com- 
pany has elected P. V. G. Mitchell and A. C. Fetterolf as vice- 
presidents of the company, and also elected A. J. McCarthy as 
operating manager. All three hold similar positions in the In- 
ternational Mercantile Marine Company, which was merged in 
1931 with the Roosevelt Company, managing operator of the 
American Pioneer and Baltimore Mail Lines and, since last Oc- 
tober, of the United States and American Merchant Lines. 

The rate on eastbound intercoastal lumber shipments for 
June has been fixed at $10 a thousand feet, the same level as 
for April and May. The rate on shingles has been fixed at 55c 
per 100 pounds through June. 


CONTROL OF WATER RATES 
The Traffic World New York Bureau 


The Merchants’ Association of New York has made public 
two reports unanimously adopted by its board of directors, one 
opposing the Johnson bill, giving the Shipping Board control 
of rates on intercoastal shipping, and the other proposing that, 
if this bill should be passed, it should at least carry instructions 
to the Shipping Board to insure that water transportation 
charges will be based on water transportation costs and not on 
the cost of transportation by any other character of service. 
Both reports were drawn by the association’s committee on trans- 
portation following a hearing held by the committee at which 
the representatives of many shipping companies expressed their 
views. The report opposing the Johnson bill reads in part, as 
follows: 

In his testimony before the Senate committee, a representative of 























































































PAGE 882 





the shipping board indicated clearly that the board wanted to regu- 
late every form of water transportation, and your committee feels 
that this is but the first step in the setting up of a regulation agency 
— in time will equal the Interstate Commerce Commission in size 
and cost. 

The intercoastal service is composed of a large number of 
vessels, the costs of which vary from two hundred thousand dollars 
to more than seven million dollars each. There are three lines in 
this service that want this regulation, obviously for their protection 
against more economically operated boats. As against these three 
there are a large number who are opposed to this legislation. 

A number of the lines are opposed to any government regulation 
of their business. They take the position that the business should 
regulate itself and not seek regulation by a political board; that a 
reasonable amount of intelligence properly applied will accomplish 
all that is necessary. 

After careful consideration your committee is of the opinion that 
this country should go slowly in putting restrictions on its mer- 
chant marine that no foreign country imposes on its vessels and 
that to publish to the world the rates being charged in the inter- 
coastal trade would give foreign manufacturers and foreign shipping 
interests an advantage in selling goods in the United States that 
our manufacturers would not enjoy in selling in foreign countries. 

Your committee looks with apprehension upon this first step in 
giving the shipping board the right to fix minima rates. It will un- 
doubtedly be the forerunner of further legislation to increase the 
shipping board’s powers over all water transportation and, while the 
committee thinks that stabilization of rates is very necessary, both 
in the interest of the ships and the shippers, it believes that this 
can be brought about without the government acting as a police- 
man. 


In recommending that, if the bill should be passed, the 
rates should be based on the cost of water transportation the 
association’s report says: 


In a recent hearing before the commerce committee at which 
was being considered a bill submitted by the shipping board which 
would give the board complete control over port-to-port rates, its 
representative testified that, if the board was given authority over 
intercoastal rates, one of the factors it would consider in establish- 
ing steamship rates would be the all-rail rates between Atlantic and 
Pacific ports. 

It is the recommendation of your committee that, when the as- 
sociation’s position is presented in connection with the proposed legis- 
lation, it be authorized to say that, if the position of the association 
is not sustained, the legislation should at least carry instructions 
to the shipping board that will insure water transportation charges 
being based on water transportation costs and not upon the cost 
of transportation by any other character of service. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the 
Shipping Board: 


1835—Luckenbach Gulf Steamship Company, Inc., with Dollar 
Steamship Lines, Inc., Ltd., and Standard Fruit & Steamship Co.: 
Agreement covers shipments from or yia Oriental ports, including 
Philippine Islands, to La Ceiba, Honduras and Puerto Cabezas, Nica- 
ragua, with transhipment at San Francisco and at New Orleans. 
Through rates are to be the sum of the applicable direct line con- 
ference rates from Oriental ports to United States Gulf ports plus 
proportional rates or minimum bill of lading charges specified in 
the agreement from New Orleans to destination. The agreement is 
restricted to pieces or packages weighing not over 4,000 pounds and 
not over 20 feet in length. Cost of transhipment at San Francisco 
is to be absorbed by Dollar Line and Luckenbach Gulf and tran- 
shipment cost at New Orleans is to be absorbed by Luckenbach Gulf 
and Standard. Absorption of cartage charges at San Francisco and 
New Orleans on pieces or packages weighing 1,000 pounds or more is 
to be subject to special arrangement between the interested carriers. 

1888—Panama Pacific Line with Norwegian American Line: Agree- 
ment covers through shipments from Pacific Coast loading ports of 
Panama Pacific Line to designated Norwegian ports served by Nor- 
wegian American Line via Oslo, Bergen or Stavanger. Through rates 
are to be based on direct line rates. The cost of transhipment at 
New York is to be absorbed by carriers. The agreement may be 
terminated by either party upon notice to the other. 

90—Panama Pacific Line with Navigazione Libera Triestina 

S. A.: Agreement covers through shipments of honey, canned g6ods 
including fish, and dried fruit including raisins from United States 
Pacific Coast loading ports of Panama Pacific Line to Genoa, Leghorn 
and Naples, with transhipment at New York. Through rates, which 
are to be based on direct line rates, and cost of transhipment are 
to be absorbed by the two carriers. The agreement is subject to 
cancellation upon notice by either party. 

1895—Bull Insular Line, Inc., with Luckenbach Steamship Co., 
Inc.: Agreement covers shipments of canned grapefruit and pine- 
apple from Puerto Rican ports of call of Bull Insular Line to Wil- 
mington (Los Angeles Harbor), San Francisco, Oakland, Portland, 
Tacoma and Seattle, with transhipment at New York. On shipments 
in excess of 49 gross tons through rate is to be 76 cents per 100 
pounds, the carriers to absorb transfer cost. On shipments of 49 
gross tons or less through rate is to be 85 cents per 100 pounds, 
transfer charge to be absorbed by carriers. 

19283—Dollar Steamship Lines, Inc., Ltd., with General Motorship 
Corp.: Agreement covers through shipments from Pacific Coast ports 
of call of Dollar Line to Toledo, Detroit, Cleveland, Chicago and other 
Great Lakes ports of call of General Motorship Corporation. Through 
rates are to be the combination of the local rates of the participating 
= Cost of transhipment at New York is to be absorbed by 
carriers. 

Agreements Modified 


562-1—Panama Mail Steamship Company with Chamberlin Steam- 
ship Co., Ltd., and Christenson-Hammond Line: Agreement modifies 
agreement between Panama Mail Steamship Company and Pacific 
Steamship Company, McCormick Steamship Company and Nelson 
Steamship Company and Fag teens for through shipments between 
designated Washington and Oregon ports on the one hand, and At- 
lantic Coast ports on tne other, with transhipment at San Francisco 
or Los Angeles Harbor, through rates being the combinations of the 
applicable rates of the participating carriers. The modification in- 
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cludes Chamberlin Steamship Company, Ltd., and Christenson-Ham. 
mond Line as participating Pacific Coastwise carriers in the agreg. 
ment on file. ‘ 

1564-1—Panama Mail Steamship Company with Chamberlin Steam. 
ship Co., Ltd., and Christenson-Hammond Line: Modifies agreement 
between Panama Mail ——— Company and McCormick Steam. 
ship Company, Nelson Steamship Company and Pacific Steamship 
Company to include as participating Pacific Coastwise Carriers th, 
Chamberlin Steamship Company, Ltd., and Christenson-Hammonj 
Line. The agreement modified covers traffic between Portland, Ag. 
toria, Seattle, Tacoma, Everett, Bellingham and Anacortes and ports 
in Mexico, Canal Zone, Panama City, Cuba, Caribbean Sea, South 
America and Central America, with transhipment at San Francigeo, 


SALE OF SHIPPING LINES 


Chairman O’Connor, of the Shipping Board, said April 9 
that the board had in process of sale to prvate operators all its 
shipping lines except one. The exception is the Americay 
Pioneer Line, operated by Roosevelt Steamship Co., Inc. 

The chairman’s statement followed announcement by the 
board that it had authorized acceptance of an offer of the Lykes 
Brothers-Ripley Steamship Co. and Tampa Interocean Steam. 
ship Co. to purchase the four Shipping Board services operated 
from the Gulf, provided mail contracts were awarded by the 
Post Office Department. Other pending sales also are dependent 
on award of mail contracts. 

The four services from the Gulf are the American Gulf 
Orient Line, operating from Gulf ports to China, Japan, Philip. 
pine Islands and Dutch East Indies; the Southern States Lines, 
operating services from New Orleans and Texas ports to Havre, 
Dunkirk, Rotterdam, Bremen and Hamburg; the Dixie U. K. 
Line, operating from New Orleans and Texas ports to London 
and other east coast U. K. ports, Liverpool and Manchester, 
and Glasgow and Irish ports; and the Dixie Mediterranean Line, 
operating from south Atlantic and Gulf ports to Adriatic and 
Levant ports. 

The offer is to purchase 55 of the 64 vessels now allocated 
to these four services. 

The proposal before the President and the House economy 
committee for suspension of the board’s lines for one year as an 
economy measure has hastened action looking to complete 
transfer of the government lines to private interests. With the 
economy wave that is sweeping over Congress and the adminis- 
tration, those who wish to see the board lines continued in serv- 
ice feel that transfer of the lines to private ownership, condi- 
tioned on award of mail contracts under which the government 
subsidizes lines, will give assurance of continued operation. 

Pending actual transfer of the Gulf lines to the private 
owners, the Fleet Corporation has arranged for operation of 
the four lines by the Lykes Brothers-Ripley Steamship Co. 

The transfer of the Gulf lines to private ownership, said the 
Shipping Board, would eliminate an expenditure by the board 
in excess of $3,000,000 annually. The consolidation plan, pend- 
ing award of a mail contract, involves a merging immediately 
of the four lines which will be maintained, however, under the 
same trade names of American Gulf Orient Line, Dixie Mediter- 
ranean Line, Dixie U. K. Line and Southern States Line. 

The present managing operators of the four lines are now 
interrelated through stock ownership and control and the con- 
Solidation under one management, with Lykes Bros.-Ripley 
Steamship Co. as managing operator, will involve only slight 
rearrangement among the Gulf steamship interests, according to 
the board. 

It is estimated that the consolidation before delivery to the 
purchasers of these four services will effect a reduction in the 
cost of maintaining the lines of $580,000 per annum, involving 
a reduction in the number of sailings and vessels employed, 
yet providing adequate steamship service between all of the 
ports now served, and at the same time maintaining the posi- 
tion of the American-flag vessels in these trades. 

The purchasers will acquire fifty-five of the sixty-four ves- 
sels now assigned to these four services at $5 a deadweight ton, 
“as is, where is,” or a total cost of approximately $2,500,000. 


MARGINAL TRACK UNLOADING 


Considerable interest in export lumber trade circles was 
reported this week in an announcement by representatives at 
New Orleans of United Kingdom and Continental groups of 
steamships, April 20, that they would accept delivery of shipD- 
ments of hardwood lumber at marginal tracks at that port at 
no charge for unloading. The general practice has been to 
receive lumber in transit sheds at preferential berths, involving 
a charge to the shipper for unloading into the shed of 2 cents 
a hundred pounds, if handled by the carrier, and of 1% cents, 
if handled by the shipper’s agent. The announcement says the 
new practice will be applicable on all shipments destined t0 
ports served. 

Figures showing an increase of fifty million feet in ship- 
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ments from Gulf ports in the period from 1926 to 1931, while 
New Orleans lost four million feet, are interpreted as meaning 
that export shippers took advantage of free marginal track 
ynloading at other Gulf ports. According to E. J. McQuirck, 
Leyland Line manager at New Orleans, who has been an advo- 
cate of marginal track acceptance for years, the cost of moving 
a ship to a marginal track within the port is not comparable 
to a call at an outport to pick up the same business. He pre- 
dicted restoration to New Orleans of shipments diverted because 
of the former saving to shippers elsewhere. Transit shed de- 
livery at New Orleans will still be available, it was said. 

A case is now before the Shipping Board in which the 
Waterman Steamship Company, Mobile, Ala., and intervening 
outports, oppose a resolution of the Gulf-French Atlantic-Ham- 
purg Range Conference to impose a charge of 1% cents a hun- 
dred pounds for marginal track unloading of hardwood lumber 
shipments. While the volume of hardwood moving to the Con- 
tinental range is not of vast proportions, it is stated, the busi- 
ness With the United Kingdom is important. 


COMMERCE IN U. S. VESSELS 


In the three months ended with March American flag vessels 
carried, by value, 33.6 per cent of the general imports and 36.4 
per cent of the domestic exports in the water-borne foreign 
commerce of the United States, according to the monthly sum- 
mary of foreign commerce issued by the Department of Com- 
merce. The percentages for the corresponding 1930 period 
were 33.2 for imports and 36.7 for exports. For March the per- 
centages were 33.8 for imports and 35.5 for exports, as compared 
with 34.6 for imports and 37.5 for exports in March, 1930. 


SUSPENSION OF SHIPPING SERVICES 


The House committee on merchant marine, radio and fish- 
eries, April 18, adopted a resolution declaring that existing 
trade routes and services maintained by the Shipping Board 
were essential and should be maintained either by the govern- 
ment or sold with awards of mail contracts for private opera- 
tion. The committee said it was advised by the Shipping Board 
that it was reducing overhead and operating costs 33% per cent. 
A letter from Chairman O’Connor stated that savings totaling 
$2,305,240 in the expenses of the Merchant Fleet Corporation 
and Shipping Board were to be effected and that additional 
savings might be made. 

The proposal that the Shipping Board lines be discontinued 
for a year at an estimated saving of $7,500,000 has been under 
consideration by President Hoover and the House economy com- 
mittee. Senator Fletcher, of Florida, has attacked the proposal 
in the Senate. 


FLEET CORPORATION OFFICIALS 


At the annual meeting of the stockholders of the United 
States Shipping Board Merchant Fleet Corporation, April 20, 
the following were reelected as trustees: Elmer E. Crowley, 
S. S. Sandberg, H. I. Cone, A. H. Denton, Jefferson Myers and 
R. K. Smith. Mr. Crowley is president of the Fleet Corporation 
and the other trustees are members of the Shipping Board. 

Immediately following the annual meeting, the board of 
trustees, at a special meeting, reelected the following adminis- 
trative officers of the corporation: Elmer E. Crowley, president; 
8. S. Sandberg, vice-president; Samuel Goodacre, secretary; 
Heber M. Wells, treasurer; Lewis D. Parmelee, general comp- 
troller, 


—_— 


MERCHANT MARINE BULLETIN 


Discontinuance of publication of the “Merchant Marine 
Bulletin” by the Merchant Fleet Corporation, the Shipping 
Board’s shipping agency, due to governmental economy meas- 
a Was announced in the April issue by W. Harry King, the 
editor, 

“Owing to economic pressure growing out of the drive for 
curtailment of government expenditures, the Merchant Marine 
— suspends publication with the current issue,” said Mr. 
ing. 

Publication of the bulletin was begun in June, 1927, as a 
Fleet Corporation house organ and later was developed into a 
Medium for arousing interest in the American merchant marine. 





INTERCOASTAL REGULATION 


. Lachlan Macleay, executive vice-president of the Mississippi 
Valley Association, in testimony before the Senate commerce 
committee on the intercoastal regulation bill, with reference to 
resolutions of the association read by Theodore Brent in which 
it was stated that demand for regulation of water rates did not 
come from the shipping or consuming public but from railroads, 
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said the resolutions were adopted before the intercoastal bill was 
introduced. 

“There was no intention, I am sure,” said Mr. Macleay, ‘on 
the part of the resolutions committee of the Mississippi Valley 
Association, and it is not the intention of the association as rep- 
resented here, to intimate that the present legislation is in any 
way controlled or affected or has been directed by any of the 
railroads, or that they have had any part in it.” 

This statement was made after Senator Johnson, chairman 
of the committee, had taken issue with the idea that the railroads 
were back of the action of those who had to do with the introduc- 
tion of the pending bill. 


OCEAN MAIL CONTRACTS 


Tha government can not cancel ocean mail contracts 
awarded under the Jones-White subsidy act to reduce expenses, 
according to a letter sent Senator Oddie, of Nevada, by Harold 
N. Graves, executive assistant to Postmaster General Brown, in 
response to an inquiry from the senator following suggestion in 
the Senate that ocean mail contract appropriations be canceled. 
Under the contracts, said Mr. Graves, no reduction could be made 
in the department’s ocean mail payments, unless the government 
was to repudiate its contract obligations. 


SHIPPING BOARD REDUCTION 


The House economy committee has before it a proposal to 
reduce the number of members of the Shipping Board from 
seven to four and to reduce the salaries of board members from 
$12,000 to $10,000 a year. Under the proposal there would be 
a board made up of one member each from the Atlantic, Gulf, 
Pacific and Great Lakes’ coasts. Now there are two members 
each from the Atlantic and Pacific coasts and one from the 
interior. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved allotments for 
waterway improvements as follows: Fox River, Wis., $80,000; 
Missouri River, Kansas City, Mo., to Sioux City, Ia., $63,000; 
Holland Harbor, Mich., $45,000; and Raritan River, N. J., 
$12,750. 


BONDS FOR WATERWAYS 


When Dr. C. S. Duncan had completed his testimony in oppo- 
sition to the Shipstead half-a-billion dollar waterway bond Dill 
on behalf of the Association of Railway Executives before the 
subcommittee of the Senate commerce committee handling the 
measure, Senator Shipstead said Dr. Duncan had shown wasteful 
expenditures in the past on waterways and that he joined him 
in condemnation of such expenditures of public funds. The sena- 
tor also concurred in remarks of Representative Frear, of Wis- 
consin, quoted by Dr. Duncan, criticizing expenditures on the 
Missouri River. He said the purpose of his bill, however, was to 
get the channels and save the people money. He condemned 
pork-barrel and log-rolling practices in connection with appropria- 
tion of public funds for waterways but said his bill was aimed 
at correcting such evils in the improvement of waterways. Com- 
parisons made by Dr. Duncan with respect to rail and water 
rates were excepted to by Senator Shipstead on the ground that 
the witness had referred to waterways in which there were no 
navigable channels. 

The Mississippi Valley Association obtained permission to 
file a statement in reply to the railroads. Senator Nye, chair- 
man of the subcommittee, said he did not expect any additional 
witnesses would be heard. 


TOLLS FOR BARGE CANAL 


Emphasizing the need for equalizing the tax burden among 
common carriers, the Schenectady Chamber of Commerce ad- 
vances the proposition that it may be necessary to charge tolls 
on the New York State Barge Canal. The Chamber says, in 
part: 





Those common carriers most likely to be in conflict are waterways, 
railroads and highways. At this time when the railroads are having 
a hard time to earn fixed charges, fair-minded people are sympa- 
thizing with their problems and are inclined to favor legislation which 
will give them relief. 

It has been said that a country is great and prosperous in pro- 
portion to its transportation facilities. The life blood.of a nation’s 
trade flows through its transportation system. We all know that 
most cities have been founded and have grown because of either 
water or rail facilities. 

One of the essential differences between waterways and railroads 
is that the government usually pays for the waterways, which, in 
effect, is a great subsidy and then does not tax them, whereas our 
railroads have been built for the most part by private capital and 
are subject to taxation. 

It is claimed that water transportation is inherently cheaper than 
rail transportation, and if we accept this as a fact it makes the sub- 
sidy to waterways even greater than it would otherwise be. 

In our present situation it would seem as though we must either 
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Study These Natural Advantages in Shipping This New Way: 


1 On the open ocean—no bars or tides to hold up sailings; 
2 Protected anchorage—3 minutes from open water; 
3 Perpetual sunshine—out of the storm belt; 4 Low 
bunkering cost—center California’s oil fields; 5 Man- 
made harbor—scientifically constructed for easy docking; 
6 Low dockage and wharfage rates—no labor trouble; 
7 Water front warehousing—city owned, lowest rates; 
8 Dry docks and shipbuilding yards—skilled labor at low 
prices; 9 Plenty of docking space—7}4 miles of munic- 
ipal wharves. 
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charge tolls or in some other way tax water transportation, or else 
relieve the railroads of their burden of taxation. It is an impossible 
situation when, for example, the New York Central Railroad is taxed 
by the state of New York to maintain a waterway such as the Barge 
Canal upon which are navigated, absolutely free of charge, vessels of 
shippers formerly using the railroads. To charge canal tolls would 
only be analogous to the present system of requiring all motor ve- 
hicles to bear license plates. 

The Barge Canal costs New York state approximately $10,000,- 
000 a year, including operation, maintenance and interest. The rail- 
roads pay over $30,000,000 to the state in taxes each year. Hence 
it is evident that the railroads are involuntarily maintaining one of 
their chief competitors. 


AMERICAN SHIPBUILDING 

Shipbuilding in the United States is being maintained at a 
better level than in foreign countries, according to information 
made public by the transportation division of the Department 
of Commerce based on information furnished by Lloyd’s Regis- 
ter of Shipping. 

The decline in shipbuilding of the United States in the 
first quarter of 1932 was 1,000 gross tons compared with a de- 
cline of 27,000 tons for Great Britain and Ireland. There was a 
decline of 77,000 tons in other maritime countries. No figures 
were obtained from Russia. 

As a result of the declines the shipyards of the United 
States are 165,000 tons behind Great Britain and Ireland com- 
pared with more than 450,000 tons a year ago. 

A year ago, Great Britain and Ireland were building 34.5 
per cent of the entire world shipping compared with 29 per 
cent at the end of the first quarter. The percentage of the 
entire world output being built in United States’ yards is now 
16 per cent compared with 11.5 per cent a year ago. 

According to latest figures, there were 372,973 gross tons 
of shipping under construction in British and Irish yards; 206,- 
703 tons in American, 181,821 tons in Italian and 156,760 in 
French yards. 


TELEGRAPH COMPANIES AGENTS FOR AIR LINES 

The Postal Telegraph Company and United Air Lines an- 
nounce that a contract becomes effective immediately whereby 
the former will act as agent for United Air Lines’ services in 
the making of reservations and sale of airplane tickets. United 
Air Lines has a similar contract with the Western Union. 


AIRPORT DRAINAGE AND SURFACING 


Design and construction of airport landing area surfaces 
so that they will most efficiently meet the needs of aircraft 
operations present a number of problems which are discussed 
in the “Report of Committee on Airport Drainage and Sur- 
facing,’ which has just been issued in printed form by the 
aeronautics branch of the Department of Commerce. 

It is pointed out in the report that each airport presents 
its own peculiar drainage and surfacing problems, which should 
be entrusted to specialists qualified to work out proper solu- 
tions meeting the engineering and economic considerations in- 
volved. 





AVERAGE AIR PASSENGER FARE. 


The average fare rate a mile on air passenger lines in the 
United States is 6.29 cents, says the aeronautics branch of the 
Department of Commerce. This is 7 per cent lower than the 
fare in effect at the beginning of 1932, and is only about half 
of the average rate in effect on January 1, 1930. 

Average fare rates in effect since 1927 on the domestic 
air passenger lines follow: January 1, 1927, $0.12 a mile; Jan- 
uary 1, 1928, $0.106 a mile; January 1, 1929, $0.11 a mile; Jan- 
uary 1, 1930, $0.12 a mile; January 1, 1931, $0.083 a mile; 
January 1, 1932, $0.0674 a mile; and April 1, 1932, $0.0629 a mile. 

The average fare rates were computed from reports re- 
ceived by the aeronautics branch, Department of Commerce, 
from the operators of the air transport lines which now include 
some 50,000 miles of air routes in the United States. The 
domestic airlines in the year 1931 carried 469,981 passengers, 
and all American-operated air lines, including domestic and 
foreign extensions, carried 522,345. 





AIRCRAFT AND PILOTS 

There were 17,628 pilots and 7,476 aircraft holding active 
Department of Commerce licenses on April 1, 1932, according 
to the aeronautics branch of the Department of Commerce. 

In making this announcement Clarence M. Young, Assistant 
Secretary of Commerce for Aeronautics, said there had been 
a slight decrease in these licenses since January 1, 1932, when 
there were 17,739 licensed pilots and 7,553 licensed aircraft. 

The total number of aircraft, licensed and unlicensed, of 
which the branch had record on April 1, was 10,672, as com- 
pared with 10,780 on January 1, 1932, Unlicensed craft (bearing 
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identification numbers only) numbered 3,196 on the first of Apr 
as against 3,227 on the first of January. ‘ 

Among the 17,628 persons holding pilots’ licenses as of April 
1, there were 6,929 of the transport grade, 1,439 limiteg com. 
mercial, 38 industrial pilots and 9,222 licensed in the Private 
classification. The licensed pilots included 512 women, whog 
licenses were divided as follows: Transport, 44; limited COn- 
mercial, 52; industrial, 1; and private, 415. 

Leading the states in number of aircraft, licensed anq Un. 
licensed, was New York with 1,203. California was second with 
1,193 and Illinois third with 719. Considering licensed aircraj, 
only, California led with 968; New York followed with 951 ang 
Illinois was third with 501. The greatest number of unlicenseg 
aircraft was in New York, where there were 252, while (ajj. 
fornia had the next greatest number, 225, and Illinois was thirg 
with 218. 

In number of licensed pilots, California led with 3,380; Ney. 
York was second with 1,787 and Illinois third with 1,097. 


AIRCRAFT INDUSTRY 


The value of commercial and military airplanes and engines 
produced the first two months of this year was only 2 per cent 
less than for the same period of 1930, according to reports re. 
ceived by the Aeronautical Chamber of Commerce. 

Commercial and military airplanes and engines valued at 
$4,689,462 were produced in January and February, 1932, as 
compared with $4,782,961 in 1931 and $5,486,399 in 1930. 

Sales were 17 per cent less this year as compared with 
both 1931 and 1930, when $5,543,598 and $5,515,845, respectively, 
were reported. 

Military orders continued to increase in February, account- 
ing for nearly 84 per cent of the total manufacturing income 
since the first of the year. This figure will be reduced as the 
seasonal increase in commercial production becomes more 
general. 

Forty commercial airplanes valued at $172,557 (less en- 
gines) were produced in February, an increase of 43 per cent 
in units and 58 per cent in value over January. Deliveries to- 
taled 54 units valued at $246,999 (less engines) up 73 per cent 
as compared with January. 

Ninety military airplanes having a total value of $1,325,713 
(less engines) were produced and sold in February of this year, 
an increase of 20 per cent in the number of units and 26 per 
cent in the value reported for the previous month and slightly 
above the total for February, 1931. 

Sixty-six commercial airplane engines with a value of $219, 
610 were produced in February, and 51 engines ($118,210) were 
delivered. Production in February, 1932, was 35 per cent ahead 
of January and 37 per cent less than February of last year. 

One hundred and ten military engines valued at $631,150 
were produced and 126 engines ($710,250) were delivered in 
February. February production was 39 per cent less than Jan- 
uary’s figure, but 3 per cent ahead of February, 1931. Sales 
were approximately the same for all comparative months. 


A RAILROAD AT THE DOOR 


(Boston Herald, April 14) 


Just a year ago William H. ‘Chandler, formerly of Boston 
and now the traffic manager of the Merchants Association of 
New York, testified at an interstate commerce hearing that it 
was high time for the railroads to do less “chasing of profitless 
passenger traffic’ by engaging in motor bus transportation, and 
to do “more chasing of freight business” by the operation of 
motor trucks and by supplying shippers with store-door de 
liveries. Few men know railroad conditions in New England 
better than he. Precisely what he then emphasized the Boston 
& Maine now will undertake to do. President French expressly 
states that the new venture is intended to test the possibility 
of recovering the traffic in less-than-carload lots which the 
northern New England system has lost to the trucks. 

This obviously is the right thing to do. Some time we 
doubtless shall have that general regulation of competing trans 
portation agencies which the railroads justly desire. But there 
is no reason why the roads should watch the raiding of their 
business by these competitors and do nothing to meet this 
competition pending universal regulation. 

The Boston & Maine, first among the roads of the East, 
it is announced, will start on May 16 a system of door-to-door 
service. In fifty cities and towns they will pick up freight at 
the shipper’s door and deliver it at the consignee’s door, the 
service to be rendered over night and the road to assume full 
responsibility. Local truckmen, also hard hit by the motor 
truck competition, will be used by the railroad. The test, of 
course, will be that of adequate and efficient service. 
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Motor Vehicle Transportation 





RAILROAD MOTOR TRANSPORT 


Further development toward what may be the forerunner 
of large scale operation of the railroads on the highways in the 
motor transport business, through their subsidiary, the Railway 
Express Agency, were made known at Chicago this week. (See 
Traffic World, February 13, p. 362.) Plans for the entrance of 
the Express Agency into the motor transport business, on be- 
half of the some eighty-two class I railroads that own it, “are 
going ahead,” according to officials of the company at Chicago. 
Initial steps looking to inauguration of highway services in the 
Chicago area, which, according to statements, may be followed 
by extensions in other territories, with the suggestion of event- 
ual creation of a nation-wide service, have been taken. A sub- 
sidiary company to perform the highway service has been in- 
corporated in Indiana for the initial “experiments.” In the 
event permits are received from state commissions, and other 
details are settled satisfactorily, the first service will be be- 
tween Chicago, on the one hand, Milwaukee, on the north, and 
South Bend, Ind., on the east. Western suburbs of Chicago, 
such as Aurora, will also be embraced in the service, according 
to present plans. 

No date as to the probable opening of the services has been 
set. The possibility that it would be within the next few 
months, the exact time depending on obtaining certificates, pur- 
chase of equipment, and other details, was indicated. 


WHEN COMPETITION IS UNFAIR 


That when an unregulated competitor is allowed to under- 
mine the financial stability of a railroad, the community served 
by this carrier suffers a threefold loss—jobs for the thousands 
employed, taxes, and efficient service—was pointed out by R. B. 
White, president, Central Railroad Company of New Jersey, 
before a special committee of the New Jersey state senate. 
Analyzing the relation of the trucking industry to the railroads, 
Mr, White said, in part: 


There has been some loose talk about truck regulation. There 
is no purpose on the part of the railroads to “drive the trucks off 
the highways.”’ First, because the railroads are, to some extent, in 
the trucking business themselves. Second, because the trucks per- 
form an essential service to the public, such as the railroads, under 
some circumstances, cannot perform. 

On the other hand, as to probably 85 per cent of the country’s 
tonnage, the railroads are performing an essential service which the 
trucks could not perform as cheaply. 

Before railroads were regulated there was enormous overproduc- 
tion of transportation facilities. That led to railroad rate wars, re- 
bates, stock jobbing, financial failures, unjust discrimination, duplica- 
tion and waste, and it was to correct these evils that the interstate 
commerce act was adopted. 

Today in New Jersey the trucking industry is suffering from the 
same Overproduction, the same disorder, waste and financial losses. 
In addition, this new transportation agency is every day making 
greater inroads on the efficiency and the solvency of the railroads, 
which are the backbone of New Jersey’s transportation. 

Every business and every individual, in the public interest, must 
submit to reasonable police regulations. Almost the only business 
today which is “running wild,’’ the only portion of the transportation 
business wholly unregulated, is commercial trucking. 

For the year 1931, making ample allowance for the depression, 
the trucks handled not less than 50,000 carloads of traffic which the 
Jersey Central was handling during the year 1929. 

A great deal more of our traffic would have gone to the trucks 
during the past two years if we had not cut our rates to a point at 
which in some cases we are not covering our mere operating costs. 
The Jersey Central alone handled last year at least 15,000 carloads 
of freight under these truck-compelled subnormal rates. 

Railroads, like individuals, cannot spend what they do not earn. 
The result has been to throw thousands of railroad men out of em- 
ployment. There are over 16,000 fewer residents of New Jersey in rail- 
road employ today than there were four years ago. Railroads’ pay- 
rolls to residents of New Jersey in four years have been reduced 
$27,000,000 annually. 

The railroad managements see no solution of their present diffi- 
culties unless New Jersey adopts proper regulation and proper tax- 
ation of highway competition that is undermining the whole trans- 
portation machine. 


HIGHWAY REGULATION 


’ Increased rail freight rates and competitive evils such as 
existed prior to railroad regulation will be among the results 
of failure to prescribe adequate regulation of highway trans- 
portation, according to W. C. Perron, of the traffic department 
of Abitibi Power and Paper Company, Ltd., and president of 
the Transportation Club of North Bay, Ontario, Canada, as out- 
lined in a paper in which he sets forth his views as to the 
importance of the rail-highway problem and some of the things 
he thinks should be done about it. 


Repeating the phrase that “commerce is the life blood of 
industry,” he says self-interest should compel the attention of 
industries and people of all sections to an effort to find a solu- 
tion for the serious state of affairs in transportation threatened 
by the unregulated development of this new agency of trans- 
portation. Evolution is to be preferred to revolution, he says. 

The principles underlying the rail freight rate structures 
are analyzed and the effects of highway competition pointed 
out. The most serious objection to competitive rate cutting 
between the rails and motor transport agencies, he says, “is 
that it lends itself too admirably to the playing of trucks 
against the railways, an artifice which some unscrupulous ship- 
pers would have no hesitancy in adopting for the purpose of 
saving a few dollars and cents in freight charges, irrespective 
of the fact that it would create a condition under which the 
railway and highway carriers as a whole would simply be 
striving and pulling within and against themselves, not only 
with serious consequences to their own operations, but also to 
the detriment of the public.” 

Unrestrained competition between trucks and railroads, 
he says, will have the effect of reducing rates to a level that 
will be unprofitable to both, and the public will suffer from 
impaired service. “It is unfortunate that in the protection of 
such interests, these shippers must be saved from their own 
folly,” he says. 

Wholesale disruption of stable rate adjustments might be 
to the temporary advantage of a few individual shippers, but 
would mean lasting benefit to no one, he says. “No reasonable 
person will seriously contend that the motor truck has no right 
of existence in the field of transportation. It has been demon- 
strated beyond a shadow of a doubt that the motor truck can 
perform a service that today is unparalleled and of inestimable 
value to commerce. The difficulty is so to fit this new agency 
into the whole transportation system that it may efficiently 
perform its proper function and not cripple the entire system. 
Its proper place should not be determined by any false concep- 
tion of progress, nor by a non-adherence to economic laws.” 

Unless motor transport operations are brought under regu- 
latory control in the near future, he says, “the same state of 
chaos that characterized railway operations prior to the crea- 
tion of the Board of Railway Commissioners some thirty years 
ago,” will follow. He expresses the view that conditions in 
Canada and the United States are undoubtedly similar. Though 
existing rate structures may be regarded as far from perfect, 
he says, they represent the best that the mind has been able 
to evolve, and “wholesale or drastic disruptions are so fraught 
with serious possibilities in their probable disturbance of trade 
that they should be guarded against.” 

In conclusion, he makes an appeal for “disinterested de- 
termination of facts and conclusions” with respect to the entire 
subject of rail-highway competition, and the adoption of meas: 
ures that will permit the development of each transportation 
agency within its proper sphere and that will preserve a well- 
rounded transportation system, adequate to the needs of the 
country. 


TRANSPORTATION COORDINATION 


“To the disinterested observer, the attitude respectively of 
the railway group and the trucking group in approaching the 
problem (coordination of rail and highway services) is some- 
what amusing,” says a pamphlet on “The Coming Partnership of 
Railroads and Highway Trucking,” issued by Acme Transport, 
Inc., an organization affiliated with the Acme Fast Freight, Inc. 
It has developed equipment designed for interchange between 
rail and highway vehicles in the performance of a continuous 
transportation operation between shipping and receiving docks. 


“No dictionary which is ratable in social communities con- 
tains the damnations or the adjectives which each side hurls 
at the other,” it says; neither the representatives of the rail- 
roads nor those of motor transport have made constructive con- 
tributions to the problem of a real and effective coordination 
of the two transportation agencies; their contributions have 
amounted to no more than “mud-slinging.” 


“The railroads find it difficult to recognize that any mutual 
coordination is necessary, because they still rigidly adhere to 
the old idea that ‘national transportation means railroads and 
nothing else,’” the pamphlet says. “The truckmen, on the other 
hand, prefer to remain in the position of the Apache Indian, free 
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to descend on the settlements of railroad traffic and scalp the 
inhabitants thereof.” 

Despite the “amusement” this situation may cause the dis- 
interested observer, the pamphlet states, there is justification 
for the plea of the railroads for equality of treatment, in terms 
of regulation, of competing transportation agencies. The exist- 
ing regulatory situation, it says, “is as obviously unfair as 
shackling the ankles of the University of Southern California’s 
football team when playing the Irish of Notre Dame.” How- 
ever, it is added, mere equalization of regulation over rail and 
highway services would not bring about a solution of the prob- 
lem of coordination. 

“No mere negative solution is satisfactory, nor any solution 
which does not recognize and preserve for industry the inherent 
advantages of the motor truck as a medium of freight trans- 
portation, it argues. “Further, along with such positive recogni- 
tion, must go some necessary new element of correction, which in 
itself bears the earmarks of first supplying relief for the rail- 
roads against their present insufficiency of net income, and, 
secondly, for the trucks, of supplying them with a continuity 
of satisfactory net income to provide adequate return on the 
capital invested in that industry.” 

The real problem is that of coordinating the two services in 
such way that both will receive an adequate return on invested 
capital and the shipper will receive a continuous, thorough, 
economical service, it says. The railroad is admittedly a supe- 
rior means of line-haul transportation, while the motor truck 
has a similar superiority in terminal service. Equipment of a 
character that will make it possible for shippers to utilize the 
superiority of rails for line-haul service and that of motor 
vehicles in terminals, without dissipating the advantages of 
each in the act of coordination, is what is called for, according 
to the pamphlet, 


TEXAS TRUCK REGULATION 


The penal statute will no longer be invoked against motor 
truck operators who violate the rate schedules established by 
the Texas Railroad Commission, according to Attorney General 
Allred. Civil suits for penalties will be resorted to in the fight 
to compel observance of the rates. 

Dismissal was ordered in the court of criminal appeals of 
a habeas corpus proceeding brought by Joseph Sandgarten at- 
tacking constitutionality of the penal law. Sandgarten was 
charged with violating the rate schedules in a Travis County 
justice court complaint. The charge was dismissed in the 
justice court and nolled the proceedings in the appeals court. 

Dismissal of the action against Sandgarten was ordered by 
the Attorney General’s Department, Mark Marshall, chief of 
the motor transportation division of the Railroad Commission, 
said. 

Sandgarten appealed on the ground the legislature had ex- 
ceeded its authority in authorizing the commission to fix rates, 
violation of which would be a penal offense. Cancellation of 
the permits of operators found to be violating the rate sched- 
ules will be sought, Marshall said. 

Numerous suits similar to the Sandgarten case had been 
filed in other cities, some of them involving the granting of re- 
bates, Marshall said. There is a separate statute against rebates 
and attempts will be made to enforce it, Marshall declared. 


SOUTHERN BUS LINE 


Control of the Teche Lines, Inc., operators of passenger 
bus lines in southern states has been acquired by O. W. Town- 
send, formerly of St. Louis, and a traffic agreement has been 
made with the Greyhound Lines. Mr. Townsend became presi- 
dent of the company and T. W. DeZonia traffic manager. The Teche 
company was started in 1920 between New Iberia and Jeaner- 
ette, La., and now operates 151 buses in Louisiana, Mississippi, 
Alabama, and Florida. The 1931 operations carried 1,235,000 
passengers and covered 5,262,000 miles, employing 247 persons. 
It was controlled by F. J. Feigh, of Franklin, La. Mr. Town- 
send is a former president of Colonial Stages with headquar- 
ters in Philadelphia. The company name will remain un: 
changed. Plans to carry mail and express as well as passen- 
gers, and purchase of improved equipment are contemplated. 


TRUCKS AND PRODUCE 


Highway transportation is of as great concern to the grower 
and distributor of fruits and vegetables as to the railroads, 
said Vincent L. Denunzio, vice-president of the Jos. Denunzio 
Fruit Company, Inc., Louisville, Ky., speaking at the recent an- 
nual meeting of the Melon Distributors’ Association, in Louis- 
ville. Through opening up new markets, short-haul motor 
transportation had been a benefit to both the fruit and vege- 
table industry and to the railroads, he asserted, but long-haul 
motor transportation had brought serious problems to both. 
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He referred particularly to the itinerant peddler, who, he sajq 
“has no recognized connection or business home. He is not a 
common carrier, contract or charter trucker, or producer og; 
dealer. He travels from one producing section to another as the 
seasons move along. He moves from one market to another 
His market is any market. These operations are unrestrained 
Generally, with the exception of a motor truck license, he pays 
no taxes. There is no regulation or supervision of his business 
If he has any net income the government never hears about it. 
No public service is rendered.” 
Such an operator, he said, had demoralized the fruit ang 
vegetable industry to a great extent. He was in competition 
he pointed out, with an established distributor “who pays nine 
kinds of taxes” and contributes to the general welfare of his 
community. 
In a large part of Official Classification Territory, he said, 


trucks were transporting 75 per cent of the fruit tonnage. Any 


regulation of interstate motor transport would not be complete 
without inclusion of the itinerant peddler, he insisted. 

“The fruit and vegetable industry realizes that there must 
be established an equal opportunity and a fair competition be. 
tween the different forms of transportation,” he said. “The 
use of public highways by motor transportation, in direct compe 
tition with the rails, and without proper and just taxation must 
be eliminated or adjusted to conform with the evidence of 
existing unfair competition. National transportation in inter. 
state commerce can not function properly under a combination 
of part regulation and no regulation. The fruit and vegetable 
industry can not operate properly by part regulation and part 
taxation and by no regulation and no taxation.” 


TAX ON MOTOR VEHICLES 


Representatives of the National Automobile Chamber of 
Commerce appeared April 18 before the Senate finance commit- 
tee in opposition to the provisions in the House revenue bill 
assessing a 3 per cent excise tax on automobile passenger cars, 
a 2 per cent tax on trucks and a 1 per cent tax on tires, parts 
and accessories. Such a program of taxation, it was asserted, 
was discriminatory against the motor vehicle. It was further 
contended that imposition of taxes such as proposed would 
seriously interfere with the recovery of the automotive industry, 


LOW FARES TO COAST 


Round-trip excursion fares, on a basis lower than have been 
in effect for more than fifteen years, will be offered the traveler 
by rail to the Pacific coast from the central west this summer, 
according to an announcement by the Trans-Continental Pas- 
senger Association. All western railroads are joining in the 
reduced rates, which will be on the basis of approximately one 
and a half cents a mile. Tickets will be sold daily in June, 
July, and August, subject to a return limit of twenty-five days 
after the date of sale. The fares will be materially less than 
the standard one-way rates, the excursion round-trip from Chi- 
cago being $65.00; that from St. Louis, $60.00, and that from 
Kansas City and Omaha, for illustration, $53.00. 


RURAL ROAD USER PAYS A THIRD 


That approximately two-thirds of the country’s total rural 
highway costs are borne by the taxpayer, while the user of 
these highways pays only one-third, is stated by S. S. Wyer, con- 
sulting engineer, in an article in the “Farm Bureau News,” 
organ of the Ohio Farm Bureau Federation. The figures in the 
article are from data supplied by the United States Bureau of 
Roads. Mr. Wyer says: 


The tragic part of this matter is that, in many instances, the 
road is entirely worn out and replaced by a new one before the old 
one is paid for. There are numerous instances on record where high- 
way bonds have not been retired, while the highways they were issued 
to finance long since have worn out and been rebuilt, or perhaps have 
been abandoned entirely. 

The taxpayers hold the bag—they are the ones who have to pay, 
ultimately. 

In 1923 the United States spent approximately $860,000,000 on 
roads. This bill increased annually by leaps and bounds, and in 1930 
amounted to $2,243,000,000. 

Now let us examine these totals, take them apart, and see of what 
they are made up. Take 1923—$860,000,000. Approximately $25,000,000 
came from gas tax; $180,000,000, motor vehicle license fees; $400,000,- 
000, propery tax and appropriations (now we're getting into the part 
the taxpayer pays); $75,000,000, federal aid, direct from the United 
States treasury; and accumulating deficits from unretired bonds for 
roads that have long been “retired,’’ $100,000,000. 

But how the figures have changed by 1930! The gas tax income 
has grown from $25,000,000 to $518,000,000. 
road costs has grown from $180,000,000 to $344,000,000. Those are the 
shares the users pay, and those increases seem fair enough. F 
_. However, the increase goes on when we come to the taxpayers 
side of the story; the share from property tax and appropriations 
has grown from $400,000,000 to $575,000,000; federal aid has stayed 
practically stationary. But what an alarming increase we find in 
“accumulating deficits!’ The 1930 deficit, our debt for the roads of 
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esterday, is seven times as great as the 1923 deficit. And each year 
in between has added its quota to the staggering deficit burden. 

The remedy is to keep bonds within the life of the investment, 
and not pass on more deficit to future generatiens. One-tenth of out- 
standing bonds should be paid or retired each year—that is, life of 
the bonds should not be permitted to extend over ten years. 

Railroads in Ohio now pay four per cent of income to the state 
as an excise tax on intrastate business, and in 1933 will pay three 

r cent. Motor trucks and busses owned and operated by big com- 
mercial transportation companies, constitute one of the greatest 
sources of wear on our highways, yet these companies pay no excise 
tax in Ohio. 

Payment of such an excise tax, Mr. Wyer declares, “would 
take much of the burden of growing highway costs off the 
already overloaded shoulders of the taxpayer and place it where 


it belongs—on the shoulders of those who use the roads most.” 





MOTOR VEHICLES REGISTERED IN 1931 


Motor vehicles registered in 1931 numbered 25,814,103, and 
owners paid registration and license fees of $344,337,654, ac- 
cording to reports from state agencies as collected by the Bu- 
reau of Public Roads, U. S. Department of Agriculture. This 
registration represents a decrease of 2.8 per cent from the 
26,545,481 motor vehicles registered in 1930. . Motor truck 
registrations were 3,466,303 as compared with 3,486,019 in 1930. 
The figures for 1931 do not include 172,250 tax-exempt official 
vehicles. 

Increases in total registration were reported from California, 
Connecticut, Maine, Maryland, Nevada, New Jersey, Oregon, 
Rhode Island, Virginia, Wyoming and the District of Columbia. 
The other states show decreases. Total truck registrations de- 
creased only 0.6 per cent, and increases are shown in 23 states 
and the District of Columbia. 

The total revenue of $344,337,654 derived from licenses, 
permits, etc., was allocated almost entirely for road building 
purposes and played an important part in the continuation of 
road construction. The allocation was as follows: State high- 
ways, $200,733,786; local roads, $70,043,625; payments on road 
bonds, $42,574,464; collection and administration, $19,688,604; 
other purposes, $11,549,697. 


FREIGHT COMPARTMENT CARS 


Compartment cars, representing a departure in freight serv- 
ice and designed to recover traffic between Chicago and Wauke- 
gan, Kenosha, Racine, and Milwaukee that has been diverted to 
trucks operating on the highways, will be placed in daily opera- 
tion by the Chicago and North Western, effective May 6, for the 
handling of miscellaneous freight, H. W. Beyers, vice-president 
of the railway, announces. 

“This novel car, built with four compartments, each having 
a cubical capacity of 768 feet, departs from the usual in service 
in that charges will be assessed not on the basis of weight, as 
is customary, but on a flat charge of $15 a compartment. No 
packing requirements whatsoever are required,’ Mr. Beyers 
explained. “A few commodities, listed on the tariff covering the 
hew service, are restricted, though for the most part anything 
that can be loaded in the compartment goes. 
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“The shipper loads and unloads the freight and provides 
only such packing as he may desire. If three or four com- 
partments are loaded from one consignor to one consignee, in 
one day on one bDill-of-lading, the railway will place the com- 
partment car at any industry located on industrial or private 
side track served by it for loading or unloading, without addi- 
tional charge.” 

Ten cars have been built to start this service, it is an- 
nounced, and more will be added if thorough testing proves the 
service to be valuable. The cars, from the outside, look like 
automobile cars, having the same wide loading doors on each 
side. The interior has two compartments at each end of the 
car, which are 17 feet 8 inches long; 4 feet 4 3/16 inches wide, 
and 10 feet high. The doors opening into the compartments 
are 7 feet high and 4 feet 1 and 11/16 inches wide. Each 
shipper will lock or seal his compartment with his individual 
seal or lock. 


AIR CONDITIONED TRAINS 


The Baltimore and Ohio, April 12, began operating a com- 
pletely air-conditioned through sleeping-car train, when the 
“National Limited,” running in both directions between St. 
Louis, Louisville, Cincinnati, Washington, Baltimore, Phila- 
delphia and New York, left for its regular runs. This event 
follows two years of railroad air-conditioning which the Balti- 
more and Ohio pioneered in 1930, when the diner “Martha 
Washington,” the first railroad car to be air-conditioned, was 
placed in service between Washington and New York, it is 
pointed out. 


MECHANICAL REFRIGERATION OF CARS 


Mechanical refrigeration as applied to moving refrigerator 
cars has passed the experimental stage and is ready for practical 
adoption on a large scale, it is stated by the North American 
Car Corporation in announcing that 500,000 car miles of suc- 
cessful transportation had been completed with its new “Frigi- 
car.” 

Announced as being in the experimental stage about two 
years ago, Frigicar, which is a mechanical refrigerator car using 
power from the car axle, has been subjected to extensive tests 
since that time and the difficulties that arose have been suc- 
cessfully overcome, Col. N. L. Howard, president of North Amer- 
ican Car Corporation, says. 

“We have used the mechanically refrigerated Frigicar for 
transporting a wide variety of perishable products,” he said, 
“and find it has given unusual satisfaction under every type 
of climatic condition. The cost of operation, using the power 
derived from the axle and including all charges, such as depre- 
ciation, maintenance, interest on capital invested, etc., has been 
reduced to a point where it is about the same as icing charges, 
apart from the advantage that foods are transported to their 
destination in better condition as a result of the more even 
temperature obtainable with mechanical refrigeration.” 





The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous letters or communications bearing fictitious signatures will be published.) 





HEAVY LOADING OF CARS 
Editor The Traffic World: 


On page 824, of your April 16 issue, I notice that Mr. Ar- 
nett, of the American Railway Association, has brought up that 
old argument about heavier loading of cars, reducing the num- 
ber of cars that would be used. We probably have in mind 
what Mr. Arnett is trying to say, but, so far, I have never yet 
found anyone in the A. R. A. who will correctly state this 
problem. 

It is undoubtedly true that if, at the end of a year, the 
freight tonnage handled by the railroad lines could be gotten 
together, it could be loaded in fewer cars than are used to 
transport this tonnage in the regular course of business, but 
even a boy would realize how impracticable this would be. 

I have repeatedly called to the attention of the American 
Railway Association that loading cars one or two tons heavier 
than they are loaded when shipped would merely increase the 





number of tons carried by railroads without eliminating the use 
of a single car. 

If there were not single movements of carload freight; if 
the tonnage moving to all consignees was a regular movement 
involving the purchase of much larger quantities than are pur- 
chased; if it were convenient for a consignee to accept addi- 
tional tonnage, instead of what he orders or what he can use, 
obviously fewer freight cars would be needed, but this does not 
take into account the fact that a very large number of cars, 
such as those loaded with coal, ore, sand, building material and 
lumber, are always, or nearly always, loaded to their full ca- 
pacity. Therefore, in order to reduce the number of cars that 
are required to move the traffic of this country, it would be 
necessary very greatly to increase the loading of a large num- 
ber of cars handling miscellaneous commodities to accomplish 
the result so earnestly desired by the A. R. A. 


No one connected with the A. R. A. seems to have given 
any consideration to the fact that at least twenty-five per cent 
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of the freight cars in use carrying less-than-carload tonnage are 
loaded by the railroads. Why do not the railroads load these 
cars more heavily and thereby reduce the number used? The 
answer is they cannot do it because they have not the freight. 
Why have they not the freight? Simply because shippers can- 
not sell it. That is to say, customers will not order more than 
they require at a given time. 

Statements of this character which have been made from 
time to time by the car service division of the A. R. A. are 
interesting examples of mathematical computation, but they 
mean nothing from a practical standpoint. It would be just as 
intelligent to say that, if all the freight handled in a period of 
one year was concentrated into a movement over a period of 
six months, the railroads might do away with the services of 
employes engaged in handling freight for one-half of the year. 

In these times when we should be using our gray matter to 
bring about improvements that will mean a lasting benefit to 
the railroads, it seems an idle waste of time to engage in such 
mathematical gymnastics. I have repeatedly called to the at- 
tention of railroad executives the failure on their part to load 
cars to capacity when they do the loading and you will bear in 
mind that import freight and a very large majority of all the 
freight from the Port of New York is loaded by the railroads 
themselves and not by the shippers. The only reply that I 
have been bale to get from railroads guilty of this practice is 
that it costs them too much to pile the freight in the car, so as 
to reduce the number of cars used. 

When this ancient problem is pulled out of the archives 
and fed to the unthinking public, I feel like exclaiming, ‘Oh, 
Lord, how long?” 

W. H. Chandler, Manager, Traffic Bureau, 
The Merchants’ Association of New York. 
New York, N. Y., April 20, 1932. 


TARIFF SUPPLEMENTS 


Editor The Traffic World: 

In reading The Traffic World, April 2, 1932, I found an 
article on page 709, on a subject that I have been more or less 
curious about for some time. The title was: “Why Traffic and 
Tariff Men Lose Their Hair,” referring to why so many supple- 
ments to freight tariffs when there is a ruling to the effect that 
only three supplements shall be in effect at any time. 

For the last several years there does not seem to have 
been any attempt to keep the number of effective supplements 
“within the law.” From the point of view of the commercial 
traffic manager who tries to keep up his small tariff file and 
check out his rates on the various commodities from here, 
there, and everywhere, it is exasperating, to say the least, to 
have to wade through a dozen or two dozen supplements to a 
tariff that should only have three, at the most, to find the rate. 
Something ought to be done about this flagrant disregard for 
this rule. Is there any real excuse for all of these supplements? 

In other lines of business the trend is to simplify informa- 
tion as much as possible so as to save time and eliminate errors. 
In times like the present, traffic managers who are fortunate 
enough to have jobs are doing two or three men’s work along 
with their own, and I am sure that all of them would appreciate 
any effort on the tariff makers’ part to keep the number of 
supplements down to the number prescribed by law. I am 
sure the railroad workers would be just as appreciative and 
would probably use the right rates more often. 

A. R. Thompson, 
Carter, Rice and Carpenter Paper Co. 
Denver, Colo., April 15, 1932. 


MOTOR COMPETITION 


Editor The Traffic World: 

I have read with interest the editorial in your March 26 
issue on the importance of motor transport compared with rail 
transportation and the subsequent corrections and comments, 
particularly the editorial in your April 9 issue. 

I think, measured by ton miles, 25 per cent is more nearly 
correct than 57 per cent. But ton miles do not measure the 
effect on the railroads of truck competition. It is a known 
fact that the trucks are taking the less-carload and the high 
grade carload traffic, particularly the hauls of less than 500 
miles. This is the traffic that would yield the railroads the 
greatest measure of profit above the out-of-pocket cost of han- 
dling; hence, if the trucks are taking 25 per cent of the total, 
measured by ton miles, they are probably taking more than 
57 per cent of the total, measured by net profits. 

Your industrial traffic manager subscriber, in his calcula- 
tions quoted in your editorial of April 9, while accounting for 
taxes and maintenance of way, overlooked investment in way 
and structures, including right of way where paid for by the 
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railroads. This includes: Single, double, three, four and more 
track lines; bridges (some very costly drawbridges); trac, 
elevation, grade crossing separation, and street pavement (gj. 
most wholly for the benefit of highway competitors); and costly 
terminals. Twenty billion dollars is perhaps a conservative 
figure on the investment in ways and structures of the characte, 
provided for the motor vehicles largely by taxation. Of this 
expenditure, 5% per cent is $1,150,000,000 annually, which js 
3 mills per ton mile on the 383-odd billion ton miles handleg 
in 1930 by the trucks, so the contrast would be 5.8 mills per 
ton mile (2.8 mills taxes and maintenance and 3 mills carrying 
charge) as against 2.26 mills for the motor vehicles as figureg 
by your industrial traffic manager subscriber. 

It will be contended that it does not cost the state 5% per 
cent per annum carrying charges on its investment in the high. 
ways, but, were it necessary to pay taxes on investment in high. 


ways, as is paid upon the investment in railroad ways and 


structures, it would cost the state substantially in excess of 
5% per cent carrying charge. 

But it is immaterial whether the total charge per ton mile 
or other unit figure against the highway operator for roadway 
construction, maintenance and taxes, is more or less than the 
ton mile cost to the railroads for similar facilities and taxes, 
The real point at issue is whether the user of the highways ig 
paying for the public facility he igs using. It is obvious to 
any thinking man that he is not, although I agree that those 
in position to determine have not undertaken to determine how 
much is lacking and how it should be distributed among the 
various users of the highways. It requires only an examination 
of any taxpayer’s tax bill and recollection of the extent the motor 
vehicle operator uses the streets maintained by the taxpayers 
to realize that the motor vehicles are not paying for the con- 
struction and use of the roadways. I understand the 3-cent 
gasoline tax money in your state of Illinois is used almost wholly 
on the state highways, yet the tax paid on the gasoline used 
by the taxicabs, trucks, and private automobiles on the streets 
of Chicago must be an enormous proportion of the total. This 
money goes to the state highways. Taxpayers of Chicago pay 
for the Chicago street construction and maintenance. Adding 
to this the tax paid on gasoline consumed in the other cities 
of Illinois it is obvious that the percentage of gasoline consumed 
on the city streets and county roads built and maintained by 
the taxpayers is an enormous proportion of the total gasoline 
on which the tax is paid. Doubtless, this is true with respect to 
all states where gasoline taxes are assessed for state highway 
purposes. The attorney for the Automobile Club of Southern 
California believes that about 80 per cent of the gasoline taxes 
in the state of California is derived from gasoline consumed 
within the city limits of the various cities and towns—on streets 
built and maintained with funds secured from property taxes. 
The manager of the Highway Bureau of the California State 
Automobile Association estimates that 47 per cent of the annual 
expenditures in the state for roadways (urban and rural) was 
by the taxpayers as distinguished from the gasoline and special 
vehicle taxes. In getting this low percentage he credits to the 
motor vehicle taxes all registration fees, apparently without 
deduction for cost of license plates and administrative expenses 
occasioned solely by the motor vehicles, nor does he take into 
his calculations federal funds expended within the state, which 
funds, of course, came from the taxpayers. 

From the point of view of equality of treatment of the 
various transportation agencies and of stabilization of transpor- 
tation charges, equality of regulation is very important, but 
from the point of view of a sound economic system, affecting 
all individual taxpayers and non-taxpayers and the soundness of 
our institutions, it is of even greater importance that these 
subsidies furnished the highway and waterway operators by the 
taxpayers be discontinued and the users of the highways and 
waterways be compelled to pay the carrying charges on public 
expenditures therefor, including interest on investment. 

H. C. Hallmark, 
A. G. F.. T. M., Southern Pacific Co. 
San Francisco, Calif., April 15, 1932. 


REGULATION EQUALIZATION 


Editor The Traffic World: 

I am taking advantage of the invitation of The Traffic World 
on page 783, April 9. The railroads, in their declaration of 
policy in November, 1930, advocated regulation of the motor 
truck, but did not offer as an alternative any suggestion that 
the interstate commerce act be amended to permit them more 
leeway in meeting highway transportation service. Since that 
time I have been expecting some constructive suggestion along 
that line from the railroads, but have heard of none being made. 

The Merchants’ Association has advocated certain amend- 
ments to the interstate commerce act that would permit the 
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railroads to meet this competition on all fours with motor truck 
operators. It has also suggested an amendment to the inter- 
state commerce act that would permit of true coordination of 
highway and rail services. It has advocated authorizing the 
railroads to substitute motor truck service for their rail service, 
charging the expense of such operation to operating expenses 
in the same way that they charge the expense of operating 
freight cars, if there is any question as to the legality of the 
present practice, but it does not believe there is. 

It has advocated legislation that will enable the railroads, 
through subsidiary companies, to operate over the highways, 
put safeguarding the public against destructive competition be- 
tween railroad subsidiaries and other operators by prohibiting 
the charging of losses from railroad highway operation against 
revenues from rail operations. 

We believe that highway transportation is far more eco- 
nomical for short hauls than railroad service can ever possibly 
be, when the entire service from door to door is considered. 
We advocate certificates of convenience, but we object to sur- 
rounding motor truck operators with the red tape of the Com- 
mission’s tariff rules and requiring them to publish classifica- 
tions like the railroads publish, until more facts are available 
than we now have. We took the position that legislation should 
be based upon an intelligent study of motor truck operations in 
order that it might be constructive, fitting the needs of the 
situation and not having a tendency to impose undue burden 
on this form of transportation service. 


If we understand the position of The Traffic World, we are 
advocating practically the same thing. We understand that 
you want a study made to find out what, if anything, is wrong 
with a view to correcting that wrong. We do not understand 
that you are advocating regulation as being a good thing in and 
of itself, or that the regulation of motor trucks is necessary 
only because the railroads are regulated. 

If we understand the first paragraph of The Traffic World’s 
platform, it is for a fair and impartial study with a view to 
determining what should be done. It may be that such a study 
might, among other things, disclose that motor vehicles are 
taxed too much or too little. It would develop all the facts 
necessary for a determination of what should be done in fair- 
ness to transportation considered from a national standpoint. 

We made seven recommendations to the Commission and 
to the Senate committee on interstate commerce. Those rec- 
ommendations are to be found on page 684 of the March 26 
issue of The Traffic World. So far, no one has challenged the 
soundness of our proposal—not even the railroads. If there is 
anything wrong with it or anything unfair, we invite criticism. 
We want the facts. 


We are not opposed to the railroads as some seem to 
think. We do not believe that railroad executives are any more 
or any less infallible than any other class of business men. We 
recognize that the railroads are as necessary as any other fac- 
tor for the prosperity of the country’s business, but that does 
not mean that we are prepared to endorse everything they say 
or do regardless of whether we think it fundamentally right or 
wrong, any more than we endorse what shippers want without 
being convinced they are right. 

However, we do not believe that, because the railroads are 
suffering from some organic trouble, every other form of trans- 
portation should be required to take noxious remedies without 
first being placed under observation of a competent diagnosti- 
cian for decision as to what should be done. 


Our position is that we should first get the facts and then 
do whatever should be done without regard for any particular 
interest or individual. We contend that the soundness of this 
position cannot be assailed successfully. We have opposed any 
other method of reaching a conclusion. If this is not in con- 
formity with the position of The Traffic World, we have greatly 
misunderstood its policy. 

We note the editor’s comment to the effect that putting up 
to the railroads amendments to the interstate commerce act to 
Permit greater flexibility in rate-making is not constructive. 
The editor seems to overlook the old saying that God helps 
those who help themselves. 


__ The railroads are in better position to say what would sat- 
isfy them than is anyone else. They have as good legal trans- 
Portation talent as there is in the country. If the railroads, 
thus equipped, have nothing constructive to offer, it would indi- 
cate that they are either unable to reach an agreement among 
themselves or, in fact, do not want the interstate commerce act 
amended, but, on the other hand, wish their so-called compet- 
itors handicapped. As a matter of fact, their declaration of 
Policy clearly indicates that the latter is the railroad program, 
and, this being the case, would shippers have any more right 
to expect cooperation of the roads in amending the interstate 
commerce act to make it more flexible than they experienced 
in trying to get together with the railroads in reaching an un- 
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derstanding with respect to cooperation in connection with the 
declaration of policy? 

So far, the railroads have been silent with respect to the 
suggestions we had to offer. If they were prepared to support 
those suggestions or to use them as a basis for discussion, we 
naturally would have expected some word from them to that 
effect. The only conclusion that reasonably may be drawn from 
their attitude is that they are standing pat on their declaration 
of policy and that nothing short of full agreement with that 
policy will satisfy them. 

W. H. Chandler, Manager, Traffic Bureau, 
The Merchants’ Association of New York. 
New York, N. Y., April 14, 1932. 


Mr. Chandler’s communication is not exactly responsive to our 
suggestion. He had said he was willing to “go along’’ with a state- 
ment in one of our editorials that, if he and others did not want 
motor carriers hampered by objectionable regulation, they should 
do something to have such impediments removed from the railroads 
instead of insisting on a policy that left the railroads hampered 
and their competitors unrestrained, and he remarked that, evidently, 
we had not read all his statement before the Senate committee. 
We apologized if we had overlooked anything along that line and 
invited Mr. Chandler to express his ideas in the columns of this 
magazine. 

He did not, before the Senate committee, nor does he now, offer 
anything looking toward removal of regulation from the railroads in 
order to equalize things in that respect with their motor competitors, 
though he does offer some suggestions looking toward enabling the 
railroads better to meet motor competition. We were already familiar 
with his ideas in that respect. What he says in the above com- 
munication is not germane to the particular point at issue. 

We do, as Mr. Chandler points out, advocate a scientific study 
to determine just what should be done, but, of course, we have 
our own ideas as to some of the things that should be done—just as 
Mr. Chandler has. One of them is that regulation should be equal- 
ized. It is not fair to permit competition between two kinds of 
transport, one regulated and the other not. No investigation is 
needed, we think, to establish the soundness of that principle. The 
matter of “taxation’’—or what the motor vehicles pay for their use 
of the highways—is a question apart from that of regulation. 

Mr. Chandler insists on approaching this question from the point 
of view of what the railroads want or do not want, and talks about 
God helping those who help themselves. What has the attitude of the 
railroads to do with what is sound and fair? If they ask something 
that is not right or refrain from asking something that is right, 
shall nothing be done to settle this vexatious problem until they 
suggest the right remedy?—Editor The Traffic World. 


CRITICISM OF I. C. C. 


Senator Copeland, of New York, has had published in the 
Congressional Record of April 15, a letter from Philip J. Roose- 
velt, of New York, inquiring whether it is not pretty nearly 
time to investigate a governmental agency, which costs the tax- 
payers $9,000,000 a year, to find out whether or not it has been 
swindling investors and whether the $9,000,000 is worth spend- 
ing. The agency referred to, said Mr. Roosevelt, was an agency 
of Congress—the Interstate Commerce Commission. Continuing, 
he said: 


Is it true that the Interstate Commerce Commission is supposed 
to function under the transportation act? 

Is it\true that the intention of the Congress in passing this act 
is correctly set forth by the Senate committee’s report on the bill 
which said that the purpose of passing it was: 

“First. By prescribing a basis of return upon the value of the 
railway property, to give such assurance to investors as will in- 
cline them to look with favor upon railway securities; that is to say, 
by making a moderate return reasonably certain to establish credit 
for the carriers.” 

Is it true that since the passage of the act neither the railways 
as a whole nor the railways in any region have earned the pre- 
scribed “fair return?’ 

Is it true that the Interstate Commerce Commission has, never- 
theless, and in spite of its knowledge of this failure to earn, re- 
peatedly authorized the sale to investors at prices close to par of 
hundreds of millions of bonds now selling at from 15 to 60 per cent 
of the price prescribed by the Commission? 

Is it true that the commission, in spite of known insufficient and 
unsatisfactory earnings, repeatedly increased the price which in- 
vestors were compelled to pay for railroad bonds to prices higher 
than the bankers thought were justified? 

Is it true that now the Commission in approving loans by the 
Reconstruction Finance Corporation demands double and more se- 
curity than it felt was fair that investors should receive? 

If any or all of these questions merit an affirmative answer does 
not the question arise as to what the Congress is getting in return 
for the $9,000,000 a year it is spending on the Commission? 

If the transportation act has failed ‘‘to give such assurance to 
investors as will incline them to look with favor upon railway 
securities,” is it not time to do something about it? 

Furthermore, is it true that this swindle is striking at one of 
the main supporting beams of the entire financial structure? Is it 
true that recently 49 per cent of all the bond and stock investments 
by life insurance companies and 44 per cent of all bond investments 
S pm savings banks in your state—New York—were in railroad 
onds? 

Were these bonds bought upon faith in the assurances of the 
Congress as expressed in the transportation act? 


VIRGINIA AGAINST RECAPTURE 


A joint resolution of the Virginia legislature asking Con- 
gress to repeal the recapture provisions of the transportation 
act of 1920 ab initio and to return money to railroads already 
collected under the provisions has been laid before the Senate 
and referred to the committee on interstate commerce. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
mature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to an — question relating to the law of interstate 
transportation of freight. traffic man of long experience and knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Perishables—Refrigerator or Heater Car Service on L. C. L. 
Shipments 

West Virginia— Question: A local shipment including seven 
bags of potatoes was tendered to carrier by rail, for a local 
agency station and bill of lading stamped, “This shipment is 
received for loading in ordinary box car service, forward in 
box car,” but this notation was not authorized or signed by the 
shipper. Potatoes were all frozen when unloaded by agent at 
destination, and carrier contends the damage is not a carrier’s 
liability. Is the shipper compelled to abide by the above nota- 
tion stamped on the bill of lading, when material is signed for 
by the carrier, without his consent or signature, or is the carrier 
compelled to use due care in preventing such damages by the 
use of proper equipment? Please give previous rulings cover- 
ing these circumstances. 

Answer: See, with respect to this question, Longo Fruit 
Co. vs. Illinois Traction System, 38 I. C. C. 487. In this case 
the Commission, on page 489, said: 

Section 1 of the act to regulate commerce requires carriers to 
furnish refrigerator cars upon reasonable request therefor, and the 
main question presented is whether or not complainants’ request for 
refrigerator or heated cars for transportation of their less-than-car- 
load shipments is reasonable. In Lake-and-Rail Butter and Eggs 
Rates, 29 I. C. C. 45, we held the determining factor to be whether 
or not the tonnage offered was sufficient to render the request rea- 
sonable. Both the Commission and the courts have held that carriers 
have the right to make reasonable and appropriate rules respecting 
the acceptance and transportation of traffic. 

Complainants’ tonnage does not appear to be sufficient to warrant 
refrigerator or heated car service, and we find nothing unlawful or 


unreasonable in the notation placed on bills of lading exempting 
defendants from damage caused by freezing. 


See, also, Albee vs. B. & M. Railroad, 22 I. C. C. 303. How- 
ever, see Beard vs. Illinois Central R. Co., 44 N. W. 800, in 
which it was held that a carrier undertaking the transporta- 
tion of goods of a perishable nature must furnish cars specially 
adapted to the preservation of such goods during the time 
required for their transition from the place of shipment to the 
place of destination. Other cases hold that a railroad by its 
contract to carry safely, does not insure perishable freight 
against the effect of temperature encountered by it during the 
period ordinarily required by it for transportation, unless the 
circumstances under which the contract of carriage is made 
are such as imply an undertaking to that effect on the part 
of the carrier, or that there are tariff provisions which spe- 
cifically authorize such a contract of carriage. See Brenninson 
vs. P. R. R. Co., 110 N. W. 362; Pacific Fruit & Produce Co. 
vs. Northern Pacific, 186 Pac. 852; Clements vs. D. & R. G., 
219 S. W. 660. 

See, also, in this connection, rule 31, section 3, of Consoli- 
dated Classification No. 6, which provides that less-than-carload 
or any-quantity ratings applying on freight requiring protec- 
tion against the heat or cold, do not obligate the carrier to 
provide refrigeration, or refrigerator or lined cars, heater or 
heated cars, or cars otherwise specifically equipped for such 
protection, except under the conditions which the carriers’ 
tariffs provide. 

Whether or not in a given instance the shipper is entitled 
to refrigeration for less-than-carload shipments of perishable 
goods, is dependent upon whether or not this service is held 
out under the carriers’ tariffs, and, if not, whether or not he 
is entitled to demand that the service be established under 
proper tariff authority, is a matter within the discretion of the 
carrier, subject to review by the Commission. The establish- 
ment of the service will depend upon whether or not the traffic 
is sufficient to warrant the carrier in furnishing the service. 


Liability of Carrier Where Goods Accepted for Shipment Are 
Improperly Packed 


Massachusetts.—Question: In the event that the carrier 
accepts a drum of liquid but makes notation on the bill of 
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lading that drum was in bad order, how far does their liability 
go on this? 

Does this mean that they can disclaim all responsibility 
or should they use due care in preventing leakage, and jf due 
care were not used, have we a basis for claim? 

We would appreciate your opinion on this as recently y. 
have had a shipment accepted accordingly, and through negli. 
gence the entire contents of the drum leaked out, causing , 
total loss. 

Answer: One of the exceptions to the carrier’s common lay 
liability arises in cases where the injuries are due to the 
improper packing of the goods by the shipper. Many decisions 
apparently hold without qualification that the full duty of the 
carrier is simply to carry goods in the condition in which they 
are offered, and that, where goods tendered are insufficiently 
packed, the carrier is not liable for loss or injury due to such 
defect, whether the defect in the packing is latent or not 
Cohn vs. Platt, 43 Miscl. 378, 95 N. Y. S. 535; Nelson ys 
Stephenson, 12 N. Y. Super. 538; R. Co. vs. Oil Co., 249 Feq, 
308; R. Co. vs. Morris, 249 Fed. 312. 

This principle would seem to be especially applicable where 
the shipper failed to comply with a rule of the Interstate Com. 
merce Commission prescribing the method for packing goods 
of the character which were destroyed. However, the foregoing 
view has not met with universal approval, and a number of 
decisions hold that the carrier, being entitled to reject defer. 
tively packed goods tendered for shipment, if it accepts for 
transportation goods which it knows are defectively packed, 
or which by the exercise of reasonable care it could have ob. 
served were defectively packed, it assumes to carry the goods 
as they are, and its common-law liability as carrier attaches, 
and it is subject to all the liabilities usually attaching to an 
ordinary shipment of the same character. But even where this 
view prevails, it cannot be said that the carrier must, at his 
peril, know that the goods are not in fact safely packed. North. 
western Marble, etc., Co. vs. Williams, 128 Minn. 514, 151 N. W. 
419. 

The decision in Mitchell vs. Northern Pacific S. S. Co. 
(Calif.), 213 Pac. 293, if followed by the courts, would seem to 
place liability on a carrier, notwithstanding the shipper’s per- 
mission to place a notation on the bill of lading, if its negligence 
contributed to the injury to the goods. 

In this case the court said: 


A carrier in this state cannot by any agreement made in anticipa- 
tion thereof exempt itself from liability for damage occasioned by 
the gross negligence, fraud, or wilful wrong of itself or its servants, 
Civ. Code, Section 2175. If goods are improperly packed, and this 
fact is not apparent or known to the carrier, it is not liable for 
loss or injury due to such improper packing, if it is itself free from 
negligence. Conversely, if the carrier is guilty of negligence but for 
which the damage would not have occurred, the carrier is liable even 
though the improper packing is not apparent. If the goods pre- 
sented for carriage are not properly packed, and that fact is apparent 
to the carrier or his servants upon ordinary observation, the carrier 
may refuse to receive them in that condition; but if it does accept 
them it must handle the shipment with reference to such defective 
condition and is liable for loss or injury thereto if negligent in re- 
spect thereof. Northwestern Marble & Tile Co. vs. Williams (Minn.), 
151 N. W. 419; Ill. Cent. R. Co. vs. Rogers & Thomas (Ky.), 172 8. 
W. 948; Duncan vs. G. N. (N. D.), 118 N. W. 826; Union Cypress Co. 
hi a. 26 Ohio St., 595, 598; A. C. L. R. R. Co. vs. R. Co. (Ala.), 
5 Oo. b 


See, also, Central of Ga. Ry. Co. vs. Grinner & Rustin, 127 
S. E. 878; Thomson vs. C. M. & St. P. Ry. Co., 217 N. W. 927; 
Abbott vs. Thomkins, 238 S. W. 647; S. Valentine & Co. vs. 
A. T. & S. F. Ry. Co., 220 Ill. App. 188. In the case last cited 
it was held that where defects in a shipment are perfectly 
apparent, it igs the carrier’s duty to refuse the shipment, and, 
having elected to carry it in a defective condition, the carrier 
will not be allowed to urge these defects as a defense; but 
that this does not preclude the carrier from showing that the 
loss proceeded from a cause which existed, but which was 
not apparent, when he received the goods. 

In A. C. L. vs. Rice, 52 Sou. 918, it was held that where 
a carrier accepts goods improperly packed, their condition being 
open to ordinary observation, the duty attaches of using due 
care for their safe carriage, and the carrier is subject to all 
the liabilities ordinarily attaching to an ordinary shipment of 
the same character. 


Delay—Liability of Carrier 


Colorado.—Question: Will you kindly inform us, and give 
us citations, if any, where carriers have a schedule but where 
average performance is less than published schedule and dat 
age occurs carriers claim schedule governs and all they are 
compelled to be is to be within published schedule, have the 
carriers been held responsible for lack of average performance 
in the face of published schedules? 

Answer: We can locate no cases in which the question you 
raise was specifically at issue. 
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However, while the published schedules of the carriers 
vering the movement of traffic between given points may be 
indicative of the time within which freight should be trans- 
ported between given points, it has been held that a carrier 
can not excuse an unreasonable delay in the transportation 
of goods on the ground that regular trains of the carrier did 
not connect in time to avoid delay (Gulf, etc. R. Co. vs. Porter, 
s1 S. W. 343), or that it maintained a schedule which resulted 
in delay and prevented delivery within a reasonable time. 
st, Louis, etc., R. Co. vs. Armstrong, 166 S. W. 366; Missouri, 
ete. R. Co. vs. Dunn, 157 S. W. 434; St. Louis, etc., R. Co. vs. 
Shepherd, 139 Pac. 833, 240 U. S. 240, 36 S. Ct. 274. 

It has been held in numerous cases that, in an action against 
a carrier for unreasonable delay in transportation, evidence as 
to What is the usual running time between certain points is 
competent proof as to the reasonable time required for a ship- 
ment over such route. Ritchie vs. O. S. L. R. Co., 244 Pac. 
530; St. L. & S. F. Ry. Co. vs May, 236 Pac. 888; Saleba vs. 
N.Y. C. R. Co., 144 Atl. 194; Beauford Truck Growers’ Asso- 
cation vs. S. A. L. Ry. Co., 121 S. E. 554; Talley & Braugham, 
Inc, vs. A. C. L. R. Co., 152 S. E. 390. 


Tariff Interpretation—Application of Minimum Charge Rule of 
Emergency Charge Tariff 


New York.—Question: This refers to your answer to an 
inquiry from New Jersey, on page 428, of the February 20th 
issue of the Traffic World and to Arkansas on page 690 of the 
March 26th issue. 

While I am forced to agree that the application of the 
emergency charge to minimum shipments was intended as out- 
lined in your answers, still I am sure Arkansas has a good 
argument. 

You quote Item 5, paragraphs (a) and (b), stating that the 
quotation in paragraph (b) reading “except as provided in Item 
45-F” does not affect paragraph (a). You do not quote, any 
place in your answer, Item 45, paragraph (f), and I feel that 
if that paragraph is closely read it can be interpreted as remov- 
ing the application of Item 5, paragraphs (a) and (b), which 
generally refer to the application of the emergency charges 
to all shipments, regardless of size or weight. 

Item 45-F reads as follows: 


Where single shipments of less than carload freight are subject 
to minimum charges apply the freight rate plus the emergency charge 
rate provided herein and where this results in a lower total than the 
minimum change provided in tariffs governing said freight rate such 
minimum charge shall be applied, but no emergency charge shall be 
added to the minimum charge. 


The first statement in this paragraph in black face, pro- 
vides for a problem in addition not multiplication. It also 
indicates that you are to add the freight rate and the emergency 
charge rate. Thus under the wording of that much of the 
tule I fee] that the application of both paragraphs of Item 5 is 
removed. The second statement in this rule refers to the 
total of the problem in addition and where the freight rate is 
ordinarily used as the minimum charge that rate, plus the 
emergency charge rate, will certainly make a total greater than 
the rate itself. The rule goes on to say that if that total is lower 
than the minimum charge such minimum charge shall be 
— but no emergency charge shall be added to the minimum 
charge, 


Under the circumstances the only place where the addi- 
tion of the emergency charge rate to the freight rate would 
be lower than the minimum charge would be in connection 
With the 50c minimvm charge, and to which Arkansas refers. 
Therefore, if the emergency charge was to be applied as it 
actually is by the carriers and as you outline in your answers, I 
feel that paragraph (f) of Item 45 should be reworded to clarify 
the application, and in addition, an example should be inserted 
In the tariff to relieve any doubt. 


_ I do not know if Arkansas has presented his arguments 
in just this manner, but if he has not I would appreciate your 
publishing your comments on why the arguments advanced in 
this letter are not as reasonable as the interpretation placed 
on the rule by yourself and the carriers. 


Answer: It depends upon how the phrase, “apply the freight 
rate plus the emergency charge rate” is read, as to whether your 
Construction or the construction we have placed upon paragraph 
(f) is correct. 

We are of opinion that this phrase is to be read as requir- 
ing the application of the basic freight rate to the weight of 
the shipment, and then adding thereto the emergency charge 
tate. The above referred to paragraph of Item 45 provides that 
Where this results in a lower total than the minimum charge 
Provided in tariffs governing said freight rate such minimum 
charge shall be applied.” 

The words “lower total” used in the latter phrase, in our 
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opinion, do not refer merely to the sum of the basic freight 
rate and the emergency charge rate, but to the sum of the 
charge resulting from the application of the basic freight rate 
to the weight of the shipment, and the emergency charge rate. 


Tariff Interpretation—Application of Ex Parte 103—Emergency 
Charge Rates—Mixed Carloads 


Ohio.—Question: Please refer to your answer to “Ohio,” 
on page 744 of the April 2 issue of the Traffic World, relative 
to the proper application of the emergency charge rate to mixed 
carloads. Your last sentence reduced to figures would amount 
to $9.20. Item 10 of the Emergency Master Tariff would reduce 
this to $7.50. This figure in turn can be reduced to $7.20 by 
figuring the two items separately, namely, brick $6.00, fire clay 
$1.20. It occurs to this writer that the shipment in question 
may have been an intrastate one, in which event (provided 
the brick were common paving brick) the emergency charge 
would be 6 cents net ton (the freight charges per net ton would 
also be cheaper). This charge is published in Supplement A 
to Ohio No. 1467, Freight Tariff No. 513A. The total charges 
(emergency) for such a mixed carload would amount to $3.60. 

Answer: Our answer, to which you refer, did not take into 
consideration the provisions of Item 10 of the Tariff of Emer- 
gency Charges, which provides that no emergency charge shall 
be in excess of 10 per cent of the line-haul transportation charges 
accruing under rates which are subject to the tariff. Therefore, 
inasmuch as under the application of Rule 10 of the Classifica- 
tion, if applicable to the shipment under the tariff publishing 
the rates, the minimum charge would be $7.50 on a shipment 
of fire clay and brick covered by Group 551 of the Tariff of 
Emergency Charges. We can find no basis for the emergency 
charge of $7.20 you suggest. 


Complainants Not Parties to Original Proceedings in Which 
Reparation Awarded 


Missouri.—Question: The question has arisen as to whether 
or not it is necessary for a shipper or receiver of freight to be 
a party to a docket in order to secure refund through reparation. 

In other words, we had a movement of alcohol from New 
Orleans to Oklahoma City. The Commission awarded repara- 
tion in Docket 16200 on the traffic, but on filing claim with the 
carriers they advise that they were unable to make refund in 
that neither the shippers nor ourselves were a party to this 
docket. This is contrary to our understanding. 

We would appreciate if you would arrange to furnish us 
with your opinion in the above. 

Answer: With respect to this question, see Bell vs. Zoller 
Mining Co., 109 I. C. C. 484, in which case the Commission, 
on page 485, said: 


Defendants also urge that reparation should not be awarded to 
shippers not parties to that proceeding. When, upon a given state 
of facts, we reach a conclusion regarding a certain rate, we will ad- 
here to that conclusion in subsequent proceedings regarding the same 
rate, unless some new facts are brought to our attention, conditions 
are shown to have undergone a material change or we proceeded 
on a misconception or misapprehension. Traffic Bureau of Nashville 
vs. L. & N. R. R. Co., 43 I. C. C. 366, and cases cited therein. 

In Phillips vs. Grand Trunk Ry., 236 U. S. 662, the Supreme 
Court decided that a finding by us of unreasonableness in the past 
inures to the benefit of every person who has been obliged to pay 
the ae rate and who initiates his claim within the statutory 
period. 


Your claim for reparation may be filed with the Commission 
upon its informal docket, assuming that your shipments moved 
between points covered by the Commission’s opinion in the 
case to which you refer. See Lamar Mill & Elevator Co. vs. 
A. T. & S. F., Unreported Opinion No. A-290. 


Tariff Interpretation—Minimum Weight and Marked Capacity of 
Car—Duty of Carrier to Furnish Size Ordered 


New York.—Question: Suppose a shipper wanted to ship 
forty thousand pounds of sand on a customer’s order that called 
for that amount only, and that shipper ordered a forty thousand 
capacity car; that carrier was unable to furnish a car as small 
as the one ordered, and delivered a sixty thousand capacity car. 

Would the consignee have to pay on the basis of 60,000, or 
on 40,000 pounds, taking into consideration that the commodity 
was subject to a special commodity rate on the basis of 90 per 
cent of the car capacity, and not subject to rule 34 of the 
Classification? 

Answer: In General Chemical Co. vs. N. & W. Ry. Co., 15 
I. C. C. 349, the Commission held that a tariff naming a rate 
per ton on a commodity and providing that the minimum carload 
weight should be the marked capacity of the car gives the 
shipper the right to demand any car of recognized standard 
dimensions suitable for the carriage of that commodity; that 
if, upon reasonable demand the carrier cannot supply a car of 
the particular size ordered, it is its duty, nevertheless, to accept 
the shipment and move it in any available car or cars, apply- 
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ing the rate on the basis of the marked capacity of the car 
ordered. In this case the Commission said: 


The rate published amounts in substance to an offer to the ship- 
ping public by the three carriers forming the through route and 
naming the joint through rate to transport sulphide of iron between 
the points in question in any car of recognized standard dimensions 
or capacity that the shipper may demand if suitable for the carriage 
of the commodity that he has ready for shipment. This offer the 
law requires the carriers from every point of view to make good; 
and if a car of a particular standard size or capacity is not available 
upon the reasonable demand of a shipper for a car of that size, it is 
the duty of the carriers nevertheless to accept and carry the ship- 
ment in any car or cars that are available for the movement, 
assessing the charges on the basis of the marked capacity of a 
ear of the dimensions or capacity demanded. 


Limitation of Actions—Overcharges—Reparation 


Virginia—Question: In case of straight overcharge, should 
complaint thereof be filed with the Commission within the three- 
year limit? 

In case of unreasonable charges, other than overcharge, is 
it not true that complaint has to be filed with the Commission 
within two years? 

Answer: Under the provisions of subdivision (c) of para- 
graph 3, of Section 16 of the Interstate Commerce Act, an action 
at law or complaint filed with the Commission for the recovery 
of overcharges must be begun or filed within three years from 
the time the cause of action accrues, except that where a claim 
for the overcharge has been presented in writing to the carrier 
within the three-year period, this period shall be extended to 
include six months from the time notice in writing is given 
by the carrier to the claimant of disallowance of the claim or 
any part or parts thereof specified in the notice. Furthermore, 
if on or before the expiration of the three-year period of limita- 
tion, a carrier subject to the act begins an action for the re- 
covery of charges in respect to the same transportation service, 
or Without beginning action collects charges in respect of that 
service, the period of limitation is extended to include 90 days 
from the time such action is begun or such charges are collected 
by the carrier. 

Complaints for the recovery of damages resulting from the 
collection of unreasonable charges must be begun within two 
years from the time the cause of action accrues, except that, if 
on or before the expiration of this period, a carrier begins an 
action for the recovery of charges in respect of the same trans- 
portation service or without beginning action collects charges 
in respect of that service, the period of limitation is extended 
to include 90 days from the time such action is begun or such 
charges are collected by the carrier. 

The cause of action for the recovery of overcharges or 
damages resulting from the collection of unreasonable charges 
is deemed to accrue upon delivery or tender of delivery of the 
shipment. 


Tariff interpretation—Conflict in Rates 


lowa.—Question: Referring to your answer to Texas, on 
page 638 of the March 19th issue of the Traffic World, under 
the above caption, we believe you have overlooked the decision 
of the Commission in Meats and Packing House Products, 147 
I. C. C. 330. See your statement that “these not to exceed 
continuous mileage rates from origin to destination, in accord- 
ance with the scale prescribed” applies as a maximum. 

We also direct your attention to the fact that page 114, 
section 1, to this same tariff the Kansas City-Dallas rate is 
shown as 67c. Would you say it would be possible to combine 
the 17c Chicago-Kansas City arbitrary with this 67c rate shown 
in section 1 and thus obtain a total charge of 84c in lieu of 
the 841%4c which you hold to be the correct rate? 

Answer: In our opinion, the arbitrary of 17c from Chicago 
to Kansas City published on page 295 of Agent Johanson’s Tariff 
I. C. C. 2162, in Section 3, may not be combined with the rate 
of 67c from Kansas City to Dallas, published in Section No. 1. 
In our opinion the arbitrary published in Section No. 8 is 
limited to application in connection with the rates published 
in Section 4, i. e., the distance rates published in Item 462. 

In Section 3, on page 295, the following statement appears: 


Rates from the following stations (Chicago, IIll.), to stations in 
Arkansas, Louisiana (west of Mississippi River), Oklahoma and 
Texas to which rates are provided from Kansas City, Mo., in Item 
436, will be the arbitraries, hereinafter specified, higher than the rates 
from Kansas City, Mo., as provided in Item 436, and rates so con- 
sent i we will apply via all routes, provided for in Items 800 to 860, 
nclusive. 


Tariff Interpretation—Intermediate Application Governed by 


Scope of Tariff as Indicated on Title Page 


South Carolina—Question: We will greatly appreciate your 
interpretation of the intermediate application, Item 25, of Agent 
Glenn’s I. C. C. No. A-762, with respect to a carload of lubri- 
cating oil moving from Charleston, S. C., to Beckley, W. Va., 
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via A. C. L., Richmond, C. & O. Provided the Cincinnatj rat, 
of 45 cents will apply to Prince, W. Va., lowest combinatigy 
effective during the time of this tariff would be 55% cents. 
constructed to Prince, W. Va., 45 cents, Agent Glenn’s I. ¢, C. 
A-762, Item 25, Cincinnati rate, beyond 10% cents, C. & O. Ry/’s 
I. C. C. 10448 in connection with Weisiger’s I. C. C. 170. Inter. 
mediate application, Item 25 subject to Note A and if paragraph 
(1) is an open application separate from paragraph (3) Rule 
77 application, to the extent indicated, it then appears the Cijp. 
cinnati rate may be applied to Prince under paragraph (1). 
Answer: Agent Glenn’s I. C. C. No. A-762, which publishes 
a rate on lubricating oil from Charleston, S. C., to Cincinnati, 
Ohio, does not list the state of West Virginia among the states 
shown on the title page, and therefore, in accordance with the 
decisions of the Commission in Sinclair Oil & Gas Co. vs, y 
& O. Ry., 129 I. C. C. 281; National Refining Co. vs. C. C. GC, @ 
St. L., 139 I. C. C 307, and Cross-Bodine Lumber Co vs. B. & 0, 


140 I. C. C. 411, the rate to Cincinnati may not be applied at — 


Prince, W. Va., under the provisions of the intermediate rule, 
i. e., Item 25. 

Under the facts in the National Refining Company case the 
tariff carried rates to stations in Illinois, Iowa, Kentucky, Mis. 
souri and Wisconsin, and an intermediate clause not otherwise 
restricted. It was contended that inasmuch as the tariff con- 
tained an open route from points of origin to points of destina- 
tion in Illinois through the state of Indiana, rates to points in 
Indiana were published in the tariff under the provisions of 
the intermediate clause. The Commission held, however, that 
the tariff did not contain rates to points in Indiana; that the 
statement naming the states to which the tariff applied confined 
the application of the intermediate rule to points in the states 
named. 

Courts—Jurisdiction of 


Georgia—Question: We recently entered suit in this county 
against a northern railroad whose line does not run into this 
state and garnisheed another carrier here and the American Rail- 
way Express, both of which probably have funds of the carriers 
sued. 

This car of perishables originated in South Georgia, the 
originating carrier probably being incorporated in this state, 
but the line of this carrier does not traverse this county, neither 
does the line of intermediate carriers. 

The carriers sued are requesting withdrawal of suit, calling 
our attention to Supreme Court decision No. 130, Jan. 4, 1932, 
which litigation was instituted in Missouri against the Rio 
Grande and Santa Fe Railways jointly. 

Will thank you to cite decisions, if any, sustaining our 
position, and advise your opinion. 

Answer: The case to which you refer is, no doubt, that 
of Denver & Rio Grande Western vs. Terte, 284 U. S. 284, 52 
S. Ct. 152. The decision in this case was based upon the de- 
cision in Michigan Central R. Co. vs. Mix, 278 U. S. 492, 49 
S. Ct. 207. Under the facts in this case the railroad was in- 
corporated in Michigan; no part of its line ran into Missouri; 
it did not do business there, and had not consented to be 
sued there; the cause of action arose in Michigan because of 
the death of a resident of that state in the employ of the 
railroad corporation; the widow of the decedent removed to 
Missouri, was there appointed administratrix of the estate of 
her deceased husband, and brought action against the railroad 
corporation in Missouri. It was said that the widow “had be- 
come a resident in Missouri after the injury complained of, 
but before instituting the action. For aught that appears her 
removal to St. Louis shortly after the accident was solely for 
the purpose of bringing the suit, and because she was advised 
that her chances of recovery would be better there than they 
would be in Michigan. The mere fact that she had acquired 
a residence within Missouri before commencing the action does 
not make reasonable the imposition upon interstate commerce 
of the heavy burden which would be entailed in trying the 
cause in a state remote from that in which the accident occurred, 
and in which both parties resided at the time.” 

In its decision in Cressey vs. Erie R. Co., 180 N. E. 160, 
the Supreme Court of Massachusetts, after citing or quoting 
from the decision in A. T. & S. F. Ry. Co. vs. Wells, 265 U. S. 
101, 44 S. Ct. 469, and the two decisions above referred to, held 
that an action, based on a cause of action which arose in 
Georgia by reason of a contract made in New York, and inati- 
tuted by a resident of Massachusetts by means of attachment 
on property in Massachusetts, against a nonresident railroad 
engaged in interstate commerce, but having no place of busi- 
ness and not owning or operating a railroad within Massachu- 
setts, was not an undue burden on interstate Commerce; that 
generally one has the right to seek redress of his grievances 1D 
the forum of his domicile, provided the courts of the domicile 
can secure jurisdiction over the adversary. 
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April 23, 1932 


The court in this case said: 


We think that the case at bar differs from all those decisions 
in the material fact that here the plaintiff was at the time of his 
initial transaction with the defendant, and at all times since has 
been a resident of the commonwealth. He has made no removal 
of residence since his original contract with the defendant, and has 
not sought relief in the courts of any foreign jurisdiction. He is 
asking redress for his grievance in the courts of the state where 
he has continuously resided. 

On principle, we think that the right and convenience of the 
plaintiff to maintain the action in the courts of his domicile outweigh 
the inconvenience to interstate commerce which may result from the 
presentation of its defense in the courts of this commonwealth by 
the defendant. The plaintiff's cause of action against the defendant 
is his property. In appropriate instances he would have the right to 
invoke for the protection of that property the guarantees of articles 
5 and 14 of the amendments to the constitution of the United States. 
Forbes Pioneer Boat Line vs. Board of Commissioners, 258 U. S. 338, 
340, 42 S. Ct. 325, 66 L. Ed. 647. To compel him to leave the courts 
of his domicile, where he has secured by attachment property of 
the defendant and thus to that extent jurisdiction over the defend- 
ant, to go to a foreign state to prosecute that cause of action with 
the added expense and inconvenience savors of deprivation of, property 
without due process of law. These factors in conceivable cases might 
be such an obstacle to a plaintiff as to prevent any attempts to en- 
force his cause of action. While not theoretically taken away, the 
eause of action might be so hedged with burdens touching its en- 
forcement as to render it practically much reduced in value. The 
inconveniences to the defendant likely to ensue from defense of 
the plaintiff’s cause of action in this jurisdiction are not minimized. 
They do not on this record appear to be excessive, or unusual, or 
unduly burdensome. They do not seem to us of such nature as to 
overcome or render inapplicable the general rule that one has a 
right to enforce his cause of action in the courts of his domicile 
to the extent that he is able to obtain jurisdiction over the property 
of his adversary. Accepting the test that the “requirements of 
orderly, effective administration of justice are paramount” (262 U. 
S. 316, 43 S. Ct. 556, 558, 67 L. Ed. 996), we think that the plaintiff 
is entitled to prosecute the present action. 


Tariff Interpretation—Stopping in Transit for Partial Unloading 
and Reconsignment 


South Carolina.—Question: A carload of fresh fish, Norfolk, 
Va., to Spartanburg, S. C., for partial unloading at Columbia, 
S. C., Speiden’s I. C. C. No. 1531, Item 155. After partial unload- 
ing accomplished instructions to hold car for reconsignment. 
Can shipment be reconsigned to Atlanta, Ga., on joint through 
rate, A. C. L., Augusta, Georgia Railroad, Agent Speiden’s I. C. C. 
No. 1415, Item 64 paragraph (a), Item 75 paragraph (a), Item 
108, which reads, when originally consigned to Columbia, S. C., 
will be treated as directly intermediate same as Sumter, S. C., 
in connection with stopover rule, Item 155, paragraph (f), re- 
ferred to above. 


Answer: In our opinion Item 155 of Agent Speiden’s Tariff 
I, C. C. No. 1531 does not authorize the stopping in transit of 
a shipment of fresh fish moving from Norfolk, Va., to Spartan- 
burg, S. C., for partial unloading at Columbia, S. C., and re- 
consigned from that point to Atlanta, Ga. Note A, of Item 155, 
of the above referred to tariff, provides that indirect or reverse 
movement will be permitted on basis of rates applicable to direct 
shipments from points of origin to ultimate destination on traffic 
originating at points in Virginia from which rates are published 
in this tariff when cars are partially unloaded at Columbia, 
8. C., and the movement is via Atlantic Coast Line from the 
stopping point to Augusta, Ga. This note, however, does not 
authorize, in our opinion, an indirect haul on a shipment moving 
from Norfolk, Va., to a point other than Augusta, Ga., when 
the car is partially unloaded at Columbia, S. C., the term “to” 
and not the term “through or beyond” or words of a similar 
Import being used in the note. See in this connection the de- 
cision in Webster Bridge & Construction Co. vs. B. & O., 139 
I. C. C. 476, cited in our answer to Texas, on page 846 of the 
April 16, 1932, Traffic World, under the caption “Tariff Inter- 
pretation—Meaning of Term ‘Originating on.’” 


Company Material—Application of Rates on 


Ohio.—Question: Will you please give your views and ref- 
erence to any decision or decisions of the Interstate Commerce 
Commission with respect to the following problem: 


. We quote railroad “A” on their material on the basis of 
‘F. O. B. your road, Cleveland” and they send us their orders 
accordingly. We are located on a siding off railroad “B.” 


A tariff issued by railroad “B” specifies that on “Company 
use material of all kinds (carloads) from industries located on 
Railroad B when consigned to Railroad A at Cleveland with no 
further specific delivery given” the rate is 38c per ton. Also, 
they mention that when consigned to Railroad A for a point 
beyond the Cleveland switching district, the rate is $3.15 per car 
to be collected from the connecting line. 

When “A” specifies that consignment should be at Cleveland, 
We pay on the basis of 48c per ton and prepay on account of 
it being a local switching movement only. 

But when “A” specifies that shipment should be made to 
&@ point beyond the Cleveland switching district and our quo- 
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tation was based on “F. O. B. their road, Cleveland,” what rate 
or switching charge is “A” entitled to bill against us? 

Answer: As a consignor of a shipment from your plant to 
a destination on carrier A, you as a shipper must pay the 
through rate from your plant to this destination, whether the 
line haul rate of carrier A includes the switching charge of 
carrier B, under a switching absorption provision, or the switch- 
ing charge of carrier B is in addition to the line haul rate of 
carrier A. 

However, as under your contract of sale with carrier A, 
which provides for delivery of the goods F. O. B. the line of 
carrier A at Cleveland, you are to assume only the freight 
charge from your plant to the line of carrier A, it is our opinion 
that as to shipments consigned to points on carrier A beyond 
Cleveland, the rate of $3.15 per car represents the freight charge 
you are to assume under the contract of sale. 

See, in this connection, our answer to Georgia, on page 
202 of the January 23, 1932, Traffic World, and our answer to 
Minnesota, on page 256 of the January 30, 1932, Traffic World, 
under the above caption; also, our answer to New Jersey, on 
page 470 of the February 27, 1932, Traffic World, under the cap- 
tion, “Company Material—Terms of Sales Contract Not Subject 
to Jurisdiction of Commission.” 


Tariff in Connection with 


Interpretation—Minimum Weights 
Arbitraries 


New Jersey.—Question: Recently I had occasion to check 
charges on 48,000 lbs. of soda ash from Kenwood, Md., to Peoria, 
Ill., which I figured as follows: 


48,000 lbs. (actual wet.) at .02 cwt. 


as 
50,000 Ibs. at .421%4 cwt. 


Soda ash, on page 91 of Agent Curlett’s Tariff No. 23-B, 
I. C. C. No. A-306, takes rate group No. 39, C. L. min. 50,000 Ibs. 
Kenwood, as per note 37, takes an arbitrary of .02 cwt. over 
Baltimore. Peoria, Ill., is subject to Rate Basis 110. On page 
422 under rate group 37, Baltimore to Rate Basis 110 shows a 
rate of .42% cwt. 

I am advised that the above is not correct, because there is 
a commodity rate with specific minimum of 50,000 lbs., which 
minimum should be used for the arbitrary, even though said 
arbitrary is governed by the Official Classification. 

I, as a layman, cannot see the logic in this interpretation, 
nor can [ get it clear in my mind. 

Will you be good enough to let me have your interpretation 
of the tariff in question? If this question was ever before the 
Interstate Commerce Commission, I would appreciate reference 
thereto. 

Answer: Our view is that the minimum weight governing 
the rate to the base point will also govern the arbitrary beyond, 
unless it is expressly provided in conjunction with such arbi- 
trary that a different minimum will govern. In Chicago Coal 
Merchants Asso. vs. N. Y. C., 129 I. C. C. 203, the rate on coal 
to Edgewater was published as taking rate basis No. 2. Rate 
basis No. 2 was explained “Apply Chicago rates plus 10 cents 
per ton.” The complainants contended that this was a com- 
bination rate and being a combination rate each factor wags to 
be treated independently, standing on its own merits, and this 
would enable them to add the 10c arbitrary to a proportional 
rate applying to Chicago. The 10c arbitrary was published in 
a basing book to which the local tariff gave reference, but to 
which the proportional rate did not bear cross reference, The 
Commission held that the addition of the arbitrary to the base 
point rate constituted a joint through rate, and prevented use 
of the arbitrary in combination. 

We think the principle is the same in the present instance. 
To apply a separate minimum to the arbitrary from that gov- 
erning the base rate would require a separate minimum to be 
specially made applicable thereto. The Chicago rate cannot be 
separated from its minimum, and to add 10c per ton to the Chi- 
cago rate must mean, in the nature of things that it must be 
ten cents per ton to the Chicago rate applied in conjunction with 
the Chicago minimum. Unless separate minimum are specially 
published to go with each factor of a joint through rate, there 
can be but one minimum governing a single through rate. The 
Commission has held that the basing book is a part of the base- 
point tariff, and the situation is no different from those where 
points are listed in the base tariff as taking Baltimore rates on 
arbitraries higher. If the Baltimore minimum is 40,000 lbs., and 
Kenwood is shown as taking 2c over Baltimore rates, and Balti- 
more rates are inseparably connected with Baltimore minima, 
the addition of the 2c Kenwood arbitrary means, we think, that 
the Baltimore minimum must be protected unless specifically 
provided otherwise. We locate no case specifically in point, 
but we think a reasonable construction of the tariff would pre- 
vent using the classification minimum in conjunction with a 
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commodity rate published in this manner when there is a spe- 
cially published minimum to the base point available and when 
every inference and implication surrounding the situation indi- 
cates that the base point minimum applies to the arbitrary 
point as well as to the base point itself. 

Suppose Kenwood were shown in the tariff as taking “Balti- 
more rates.” We think there would. be as much reason for 
contending that the classification minimum applied, on the 
ground that Kenwood is not shown as taking the Baltimore 
minimum, but only as taking Baltimore rates, as there would 
be for contending that Kenwood takes 2c higher than Baltimore 
rates and as no minimum is stated the classification minimum 
applies. The term “Baltimore rates’ carries with it the neces- 
sary implication that Baltimore minimum also applies, because 
Baltimore rates are inseparable from their minimum and “Balti- 
more, plus 2c,” means Baltimore rate and minimum, plus 2c 
per 100 lbs. 

Notice of Claim 

Illinois—Question: We have read your answer to Illinois, 
on page 742, in the issue of April 2, under the above caption. 

We observe that you say there has been no decision of the 
courts since the change made in the phraseology of the provi- 
sion in paragraph 11, of Section 20 of the Act. However, you 
claim the Blish case, which is an opinion from the Supreme 
Court of the United States, passes on what constitutes a notice 
of claim. 

Let us again state that, as the matter now stands, there 
is no provision in the new bill of lading, or the amendment to 
the Act for the filing of a notice of claim, yet there are several 
railroads still accepting notices of claims. And there are other 
railroads who will not, under the phraseology of the Act, accept 
a notice of claim. Again let us state that we believe that the 
Blish case merely clarifies what constitutes a notice of claim, 
but there is no such notice effective at this time. What we 
would like to know is why some of the eastern carriers are 
continuing to handle loss and damage claims on which there was 
a notice of claim filed within the prescribed time, and why 
western carriers refuse to accept a notice of claim under the 
provisions of the Act. 

Will you please state what, in your opinion, was the reason 
for the elimination of said clause, and do you not think that 
the intention of Congress in leaving out the provisions in the 
amendment to the Act was to prohibit railroads from accept- 
ing and handling railroad claims, unless a formal claim was 
actually filed within the prescribed period of limitation, and to 
refuse to handle railroad claims in cases where a notice of 
claim was filed within the prescribed time. 

We believe this matter should be open to discussion amongst 
all the railroads and claimants, and we would appreciate some 
of the carriers commenting on this question in the columns of 
your magazine. 

Answer: The Blish case does not, in our opinion, decide 
what constitutes a notice of claim, but rather what constitutes 
a claim. The court therein said: 


In the preceding telegrams, which passed between the parties 
and are detailed by the state court in stating the facts, the ship- 
ment had been adequately identified, so that this final telegram, 
taken with the others, established beyond question the particular 
shipment to which the claim referred, and was in substance the 
making of a claim within the meaning of the stipulation—the object 
of which was to secure reasonable notice. * * * The stipulation re- 
quired that the claim should be made in writing, but a telegram 
which in itself or taken with other telegrams contained an adequate 
statement must be deemed to satisfy this requirement. 


We do not think that the revision of the bill of lading pro- 
vision, based upon the revision of paragraph 11 of Section 20 
of the Act, has changed in any manner the obligation of the 
shipper with respect to filing a claim, whether it be termed a 
notice of claim or a claim, the decisive factor being, under the 
decision in the Blish case, which in our opinion is just as ap- 
plicable to the present bill of lading provision as to the bill of 
lading provision involved therein, whether the carrier hag re- 
ceived an adequate statement of the shipper’s intention to hold 
the carrier liable for loss, injury or delay to a specified ship- 
ment. 

In the Blish case the court uses the terms claim and notice 
of claim interchangeably, and yet, as we pointed out in our 
answer to which you refer, the bill of lading provision which 
was the subject of its decision in that case contained no refer- 
ence to a notice of claim other than that contained in the 
proviso reading: 

Provided that if such loss, damage or injury was due to delay 
or damage while being loaded or unloaded, or damage in transit by 


carelessness or negligence, then no notice of claim nor filing of claim 
shall be required as a condition precedent to recovery. 


As to what actuated the Congress in eliminating the ref- 
erence to a notice of claim we are not aware, but in our opinion 
no material change was made by its elimination. 
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Digest of New Complaints 





Ex Parte No. 105—Proposed increase in express rates. 

Application of the Railway Express Agency, Inc., and South. 
eastern Express Co. for authority to make a 10 per cent increage 
in carload rates on berries, from points in Ala., Ark., Colo., [jj 
Kan., Ky., La., Miss., Mo., Okla., and Tenn., and Tex. to points 
in Ala., Ark., Colo., Conn., Del., D. C., Ill., Ind., Ia., Kan., Ky 
La., Me., Md., Mass., Mich., Minn., Mo., Neb., N. H., N, J" 
N. M., N.Y. M. D., ©., Okls., Pa., BR. 1, 8. D., Tenn., Tex., ¥- 
W. Va., Wis., Va. and Wyo. ‘ 

No. 24992. Sub. No. 2. Gordon & Garber, Inc., Chelsea, Mass., ys 

a. M. et al. ae 4/ —_ 7 ai 

ates, scrap lead and/or a ead battery plates, betwe 

various points in eastern ee “n 

1. Ask new rates from Portland, Me., Hinsdale, N. H., Chelsea 

and Ipswich, Mass., and Providence, R. I., to Newark and Car. 

— N. J., Philadelphia, Pa., and Baltimore, Md., and repara- 

on. 

No. 25028. Sub. No. 1. The Interstate Amiesite Co., Inc., Wilming- 
ton, Del., vs. A. C. & Y. et al. 

Unreasonable rates, crusked..stone, coated with oil and/or 
asphaltum, Martinsburg, W. Va., to points in W. Va., O., N. Y,, 
Md. and Pa. Asks rates. 

No. 25075. Sub. No. 1. Felix Makowski & Son et al., Loup City, Neb., 
ve. A. T. & S&S. F. et al. 

Rates, gasoline, kerosene, distillate and other petroleum prod- 
ucts, between Loup City and points of origin in Mo., Kan., Ark, 
Okla., La., and Tex., in violation section 1. Ask rates and rep- 
aration. 

No. a x '- aeonoes Lumber Co. et al., Anoka, Neb., vs. A. T, & 

. F. et al. 

Unreasonable rates and charges, gasoti and other petroleum 
products, Kansas City, Mo., Enid, Okla., ~Dorado, Kan., Ft. 
Worth, Tex., and from other points zoned therewith and from 
other points in Tex. to Anoka and Alliance, Neb. Ask rates and 
reparation. 

sa Red Star Milling Co., Wichita, Kan., vs. A. T, & 

; wo OF Sr. 

Rates, in violation section 6, wheat, points in Tex. to Wichita, 
Kan., there milled and products_reshipped to Okmulgee, Okla. 
Asks cease and desist order. = 

No. oo Dewey Portland Cement Co., Kansas City, Mo., vs. Alton 
et al. 

Unreasonable rates and charges, petroleum—eoke breeze, Lock- 
port, Ill., to Davenport, Ia. Asks rates and reparation. 

No. 25188. Dewey Portland Cement Co., Kansas City, Mo., vs. C. 
G. W. et al. 

Rates and charges in violation first three sections, cement, 
Davenport, Ia., to Red Wing, Minn., and cement and hydrated 
lime, Davenport to Goodhue, Minn., as compare th rates from 
Mason City, Ia., Oglesby, Ill., Gilmore City, Ia., Duluth, Minn., 
Buffington, Ind., Valley Junction, Ia., La Salle, Ill., Dixon, Il. 
Des Moines, Ia., Illasco, Mo., Sugar Creek, Mo., Bonner Springs, 
Kan., and Louisville, Neb. Asks reparation. 

No. 25189. Kansas City Gas Co., Kansas City, Mo., vs. A. G. S. et al. 

Rates, in violation sections 1 and 4, cast—irerr pipe, Bessemer 
and Tarrant, Ala., to Kansas City, Mo.-Kan. Asks rates and 
reparation. 

No. 25190. A. B. Marcus Co., Pittsburgh, Pa., vs. B. & O. et al. 

Rates in violation sections 1, 3 and 4, s, Aurora, and other 
Mo. points to Pittsburgh, Pa., as compared with rates from points 
in Ark and Okla. Asks rates and reparation. 


No. 25191. Lexington (Ky.) Board of Commerce ys. Alton et al. 
Rates in violation sections 1, 3 and 4, dried beans, dried peas, 
melons, potatoes, onions, lettuce and other fresh or green vege- 
tables, other than in cold pack, points in Colo., Ida., N. M., 
Utah and Wryo., to Lexington, Ky., as compared with rates to 
Cincinnati, O., Louisville and Ashland, Ky. Asks rates. 


No. 25192. Carl B. King Drilling Co., Tulsa, Okla., vs. A. T. & S. F. 
Unreasonable rates and charges, oil well drilling outfits and 
wrought iron pipe, Oklahoma City, Okla., to Galtup;N-—M. Asks 
rates and reparation. 
No. 251938. Smith Brothers, Inc., Dallas, Tex., vs. E. J. & E. et al. 
Alleges violation sections 1, 6 and 20 in connection with charges 


on movement of-ptpe, Indiana Harbor, Ind., and other points, to 
points in Tex. Ask damages. 


No. 25194. Gulf Red Cedar Co. of California, Inc., Stockton, Calif. 
vs. I. C. et al. 

Unreasonable rates, pencil slats, Lebanon, Tenn., to Stockton, 
Calif. Asks reparation. ~~-—~ 

No. 25195. Continental Oil Co., Ponca City, Okla., vs. I.-G. N. et al. 

Rates in violation sections 1, 3 and 6, crude and ground clay, 
and or crude and ground fuller’s earth, Rivérsidé, Tex., to Ponca 
City and Sapulpa, Okla. Ground clay rates accorded same or sub- 
stantially same commodity in same general territory. Asks rates 
and reparation. 

No. 25196. Florence Lumber Co., Florence, Ala., vs. L. & N. et al. 

Unreasonable rates and charges, lumber, Florence, Ala., t0 
Bidwell, Tenn. Asks rates and reparati 

No, 25197. Barker Bros., Inc., Los Angeles, Calif., vs. S. P. et al. 

Charges in violation sections 1 and 6, lamp standards, and lamp 
shades, Los Angeles, Calif., to Ft. Worth, Tex. Asks rates and 
reparation. 

No. 25198. Northwestern Yeast Co., Chicago, Ill., vs. Alton et al. . 

Rates, in violation sections 1 and 3, “dry yeast’? between Chi- 
cago, Ill., and all destinations in officialmsquthern and western 
— territories. Fresh compressed yeast preferred. Asks 
rates. 

No. ~ Davidson Enamel Product, Inc., Lima, O., vs. D. T. & 1 
et al. 

Charges, in violation sections 1, 3 and 4, feldspar, Mimpro and 
Sprucepine, N. C., to Lima, O., as compared w s to Carey, 
Findlay, Mansfield, Canton, Massillon, O., ete. Asks rate of $4.9 
and reparation. 

No. 25200. American Tank & Equipment Corporation et al., Oklahoma 
City, Okla., vs. St. L.-S. F. et al. 
Unreasonable rate, railway track material, Tex., to 


Ranger, 
Oklahoma City, Okla. Ask reparatiof-——__ 





_territory in violation section . 
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No. 25201. The Eagle-Picher Lead Co., Cincinnati, O., vs. Pennsyl- 
“rates and charges in violation sections 1 and 6, empty steel 
containers, Apollo, Pa., to Newark, N. J. Asks rates_and-rep- 
No. ‘B02. "Missouri State Highway Commission, Jefferson City, Mo., 

Rates, gravel, Greenway, Ark., to destinations in Mo., in viola- 


tion oe reparation. 
No, 25203 is Freight Bureau, for Bertig Co. et al., Memphis, 


Tenn., ve... E. I. et al. 
Rates, coal, western Ky. to destinations in southern Mo. and 
northeastérn Ark. in violation sections 1, 2 and 3, the undue preju- 


dice arising from the asserted fact that the rates were higher 
actually and relatively distance and service considered than rates 
and charges exacted on similar shipments from same or related 
origin points to same or contiguous destinations in the same gen- 
eral territory. Ask reparation. 

No, 25204. Northrup, King & Co., Minneapolis, Minn., vs. B. R. & 


P. et al. 
Rates, egg ay pages seed, Rochester, N. Y., to Minne- 
apolis, Minn., in Violation section 1. Asks rate and reparation. 


No. 25205. Federated Metals Corporation, New York, N. Y., vs. B. & 


O. et al 
dross, Birmingham, Ala., to Beckemeyer, Ill., in 


Rates, zi : 
violation section I. Asks rates and reparation. 


No, 25206. Growers’ & Shippers’ League of Florida et al., Orlando, 
Fla., vs. A. C. L. et al. 

Rates, citru its,-points in Fla. to destinations in New Eng., 
and Eastern Trunk Line territories including Buffalo-Pittsburgh 
zone, in violation section 1. Ask rates and reparation. 

No. ~—.”- RF Lead Refinery, Inc., New York City, N. Y., vs. 
I. H. B. et al. 
Rates, bismuth, Grasselli, Ind., to New York, N. Y., in violation 


section 1.—ASRS reparation. 


No. 25207. Sub. No. 1. Same vs. Pennsylvania. 
Same complaint and prayer, bismuth, Grasselli, Ind., to eastern 
destinations in official territory" 
No. 25208. Genoa Oil Co., Inc., Genoa, Colo., vs. C. R. I. & P. et al. 
Rates, gas and fuel oil, Parco, Wyo., to Genoa, Colo., in viola- 
tion sections 1 and 3, undue preference alleged being for shippers 
obtaining r gas oil from Laramie, Wyo., and from Kansas 
City group an ting it at Limon and Aroya, Colo. Asks 
rates and reparation. ~~ 


CONTROL OF RAILROADS 


Chairman Rayburn, of the House committee on interstate 
and foreign commerce, has announced that the committee has 
agreed in principle that the Commission should supervise the 
acquisition of railroad stocks by holding companies but that the 
Commission should not be vested with power to require holding 
companies to divest themselves of stocks heretofore acquired. 

A subcommittee of the House committee on interstate and 
foreign commerce, including Chairman Rayburn and Repre- 
sentatives Huddleston and Lea, will draft the holding company 
bill along lines agreed to by the committee. 

Chairman Rayburn, April 21, said the committee had agreed 
to a bill that would vest in the Commission control over acquisi- 
tion of control of railroads in. the future by individuals or hold- 
ing companies and that the holding company would be made 
subject to the interstate commerce act with respect to con- 
trolling railroads the same as railroad companies were subject 
to that act. 

Provisions in the holding company bill that were the subject 
of so much criticism, relating to the Commission having power 
to require divestment of ownership of railroad stock, have been 
eliminated. As a substitute for those provisions the committee 
agreed on a provision that if the Commission found, after notice, 
investigation and hearing, that holding of stocks, whenever 
acquired, unless acquired with the approval of the Commission, 
was interfering with the carrying out of the Commission’s con- 
solidation plan, it could prevent the voting of the stock for the 
purpose of such interference. 

Under the bill as agreed upon, the Commission would not 
have any power to require the sale of stocks as it would have 
had under the bill (H. R. 9059) on which the committee held 
its hearings. 

Chairman Rayburn expects the holding company bill to be 
finally disposed of by the committee next week. He plans to 
sone + ane on it in the House as soon as opportunity is 
afforded. 


a 


TRANSPORTATION LEGISLATION 


The House committee on interstate and foreign commerce 
may begin hearings in a few weeks on proposed legislation for 
regulation by the Commission of freight forwarding companies. 

The committee apparently is still waiting for the Senate 
to act with respect to regulation of motor busses and trucks. 
The members of the committee feel that since the House passed 
a bill regulating the bus at the last session of Congress and 
the Senate did not dispose of it, the initiative now should come 
from the Senate. The Senate interstate commerce committee 
has concluded hearings on the Couzens motor vehicle regulation 
bill but the committee has not yet acted on it. 

The indications are that bills proposing pensions for rail- 
Toad employes and regulations as to the size of train crews will 
hot be taken up at this session. 
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Doings of the Traffic Clubs 





The Transportation Club of Louisville will hold a dinner 
meeting at the Brown Hotel April 28. Frank Sinclair, “Prime 
Minister of State of Merryland,” will be the speaker. Members 
of the Joint Conference Contact Rate Committees, in session 
there that day, will be guests. The following delegates to the 
convention of the Associated Traffic Clubs of America at St. 
Paul have been appointed: S. A. Cash, traffic manager, B. F. 
Avery and Sons, Inc.; W. H. Robinson, assistant general freight 
agent, Monon; W. T. Vandenburgh, commerce agent, Seaboard 
Air Line; W. E. Chambers, assistant general freight agent, L. 
& N.; J. R. Holcomb, general agent, Nickel Plate; J. A. Howison, 
general freight agent, K. & I. T.; W. A. Gates, general traffic 
manager, W. P. Brown and Sons; R. Jackson, general freight 
and passenger agent, Munson Line, Chicago. Mr. Cash and Mr. 
Robinson have been named voting delegates. 





Harold W. Roe, traffic manager, Mid-Continent Petroleum 
Corporation, Tulsa, and executive vice-president, Associated 
Traffic Clubs of America, was the speaker at a luncheon of the 
Oklahoma City Traffic Club at the Huckins Hotel April 22. 





The Cincinnati Traffic Club will be represented at the 
meeting of the Associated Traffic Clubs of America at St. Paul 
by J. C. Boyer, general agent, Burlington, as delegate, instead 
of by William G. Lacey, as formerly announced, because of the 
latter’s inability to attend. 





The second annual bowling tournament of the Traffic Club 
of Chicago will be held at the Randolph Street Alleys April 29. 
The club bowling League has contributed a hundred dollars to 
be awarded as merchandise prizes to winners. The prizes will 
be distributed at the annual business meeting of the League 
May 6. 





The next meeting of the Alumni Association of the Traffic 
Managers Institute, New York, will be held at the Community 
House April 29. It will be known as “1930 Class Night,” and 
the program for the evening will be under the direction of the 
members of that class. The program will consist of a speaker, 
motion pictures, entertainment, and refreshments. Undergrad- 
uates of the school will be guests of the 1930 class. A large 
attendance is expected. 





Joe Marshall, special representative of the freight claim 
division, American Railway Association, Chicago, spoke on 
“Serving the Customer” at a luncheon of the Traffic Club of 
Fort Worth at the Blackstone Hotel April 21. 





The Transportation Club of St. Paul held an “entertainment” 
meeting at the Hotel Lowry April 19. 





A special meeting of the Traffic Club of Detroit to vote on 
proposed amendments to the constitution and by-laws of the 
club will be held at the Hotel Statler April 23. After the busi- 
ness session a “house-warming” party for members only will 
be given. 





The Traffic Club of Atlanta will be represented at the meet- 
ing of the Associated Traffic Clubs of America at St. Paul by 
E. Hare, New York Central, and H. S. Young, assistant general 
freight agent, A. B. & C. 





A cabaret program and dinner dance will be given by the 
Los Angeles Transportation Club at the Hotel Alexandria 
April 30. Professional vaudeville entertainers and the Trans- 
portation Glee Club are on the program. 





The annual meeting and election of the Toledo Transporta- 
tion Club will be held in its club rooms May 2. C. B. Tefft and 
J. A. Forshey have been nominated for president. Polls will be 
open during the afternoon and dinner will be served in the 
evening, followed by a meeting. 





Round-table discussion on “Minneapolis Traffic Regulations” 
and “Thursday Luncheon Meetings” was had at a luncheon of 
the Traffic Club of Minneapolis at the Nicollet Hotel April 21. 





At the annual meeting of the Transportation Club of Terre 
Haute April 5 the following officers were elected: President, 
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J. B. Schlossberg; first vice-president, P. M. Fagan; second vice- 
president, Ward J. Hubbard; treasurer, J. W. Robertson; secre- 
tary, Fred Hill. A resolution favoring regulation of motor 
vehicle transportation was adopted, and the secretary instructed 
to forward copies to Indiana representatives in Congress. ‘Mo- 
tor vehicle transportation on the public highways should be 
controlled by sound, constructive and reasonable regulation, such 
regulation to include rates, safe operation, hours of service for 
employes, adequate insurance protection and financial respon- 
sibility,” says the resolution. 





Competition of the government with private business and 
other modern tendencies were criticized by I. B. Tigrett, presi- 
dent of the Gulf, Mobile & Northern, in an address before the 
Traffic Club of New Orleans at the Hotel Roosevelt April 18. 
He directed his remarks, in particular, to the government’s 
operation of barge services on inland waterways, and general 
transportation regulatory policies. “It may be said that this 
same government,” he said at one point, “is now coming to the 
relief of railroads by lending them money with which to pay 
interest on their bonds. This is true, and I dare say the investor 
in railroad securities is duly grateful. In our case, however, 
the government inequality of regulation wherein the barge and 
truck lines are favored, cost the Gulf, Mobile & Northern Rail- 
road, in 1931, three-fifths of its total interest requirements 
through the loss in revenue on one commodity alone—cotton. 
It would have been a much happier situation, not only from the 
standpoint of the investor but from that of the average citizen, 
if there had been more nearly an equality of treatment and the 
railroads had been allowed to earn instead of borrow.” A “Spring 
Supper Dance” was given at the Club Forest April 22. 





At the last meeting of the Metropolitan Traffic Association 
of New York, at the Hotel Hermitage, April 14, D. C. Fenner, 
of the Motor Vehicle Conference Committee of the National 
Automobile Chamber of Commerce, spoke on “Taxation and 
Regulation of Motor Transport.” Small shippers will be the 
greatest sufferers if proposed regulation of ‘“non-monopolistic” 
motor truck service is put in effect, Mr. Fenner declared. In 
place of regulation of motor transport, he urged a thorough 
study of the rules that govern rail service and the lifting of 
rules to enable the railroads to operate more efficiently. “Appli- 
cation on all facilities of the least regulation that is necessary 
will enable each transport medium to answer the shippers’ plea 
for an economical and efficient door-to-door, non-stop transporta- 
tion service,” he said. At the next meeting James E. Sweeney, 
Jr., Union Carbide Corporation, will speak on “Current Traffic 
Matters.” 





The monthly meeting of the Traffic Club of Lancaster was 
held April 18 at the Hotel Brunswick. Following the usual 
dinner there was a business session, E. G. Siedle, president of 
the club, presiding. The entertainment consisted of orchestra 
music during dinner and a four-reel moving picture dealing 
with George Washington, his life and times, supplied by the 
George Washington Bi-Centennial Commission. The annual din- 
ner will be held at the General Suter Hotel, Lititz, Pa., May 16, 
at which time there will be election of officers. 





At the monthly luncheon of the Transportation Club of 
Buffalo at the Hotel Buffalo April 21, William Moss, foreign sales 
director, Dalton Adding Machine Company, took the membership 
on “A Twenty-Thousand Mile Trip Via Airplane Over Central 
and South America and the West Indies.” There was a program 
of music and dancing. 





An informal dinner dance will be given by the Traffic Club 
of New York in its club rooms at the Park Central Hotel April 
23. The entertainment committee has arranged for a series of 
lecture-lessons on contract bridge in the club rooms Wednes- 
day evenings. 

The next meeting of the Traffic Club of St. Joseph is set for 
May 10. The annual spring golf tournament will be held 
June 7. 

The usual weekly luncheon of the Traffic Club of St. Louis, 
April 26, will not be held. There will be a dinner and entertain- 
ment at the American Hotel Annex the evening of April 26. 





The annual industrial trip of the Birmingham Traffic and 
Transportation Club will be made to Muscle Shoals April 27. 
A special train will leave the L. & N. station at 7:00 a. m, 
returning at 6:00 p. m. that evening. Automobiles furnished 
by the Sheffield (Ala.) Chambér of Commerce will meet the 
party at that point. Luncheon will be served at the Florence 
Country Club. Approximately a hundred and fifty members 
of the club and their friends are expected to make the trip. 
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T. E. Angelius has been appointed district passenger agent, 
General Steamship Corporation, Ltd., at Seattle. 


W. H. Francis has been appointed general freight agen 
B. & O., at Baltimore. The following additional appointments 
have been made: H. A. Williams, assistant general] freight agent 
at Baltimore, succeeding C. M. Gosnell, promoted; F. H. Fowler, 
division freight agent at Cumberland, Md., succeeding Mr. Wil. 
liams; R. E. Barnhart, division freight agent at Charleston, 
W. Va., succeeding Mr. Fowler; J. E. Garbesi, Jr., division 
freight agent at Parkersburg, W. Va., succeeding Mr. Barnhart: 
F. O. Dutcher, division freight agent at Wheeling, W. Va., suc. 
ceeding Mr. Garbesi; J. P. Leingang, district freight agent at 
Cleveland, succeeding Mr. Dutcher. 


Lester H. Cloud has been appointed contracting agent, 
State Terminal Company, Ltd., San Francisco. He has been 
assistant traffic manager of the General Steamship Corporation, 


E. Lind has been appointed superintendent of the Chicago 
terminal division, Wabash, with headquarters at Chicago, suc. 
ceeding E. Haney, who has been transferred to superintendent 
of the Decatur division, succeeding A. F. Helm, who has been 
granted leave of absence because of ill health. R. W. Berrey, 
Jr., has been appointed superintendent of the Kansas City ter. 
minal division, with headquarters at Kansas City, succeeding 
Mr. Lind. He will continue to handle the duties of agent at 
Kansas City. 

Joseph R. Harmon has been appointed attorney for the 
Litchfield and Madison Railway, with headquarters at Chicago. 


At a recent meeting of the Board of the Maritime Associa- 
tion of the Boston Chamber of Commerce, Gerrit Fort was re. 
elected chairman of the board. Andrew B. Sides, vice-president 
of Thompson’s Spa, Inc., was elected a member of the asso- 
ciation. At the annual election of the Maritime Association the 
following were unanimously chosen members of the board for 
three years: John S. Cordell, Claude D. Doswell, Arthur J. 
Doyle, Ralph C. Goodwin, George P. Hamlin, Ernest C. Moffatt, 
Andrew L. O’Toole, Arthur P. Russell, Charles E. Spencer, and 
S. W. Wakeman. 

Harry F. Moore, traffic manager for the Atlanta Freight 
Bureau, at Atlanta, died at a local hospital April 16, following 
an operation for appendicitis. He was sixty-five years old. 


Mention was made in this column last week of the organi- 
zation at Pittsburgh of a steel traffic association. The name 
was given as the Pittsburgh District Independent Steel Associa- 
tion. It should have been Pittsburgh District Independent Steel 
Traffic Association. 


George M. Leininger, in the import and export trade at 
New Orleans, under the firm name of George M. Leininger, died 
at New Orleans April 16. He was forty-nine years old and was 
a director of the Traffic Club of New Orleans. 


A minstrel show will be presented by a group of railroad 
and transportation men at the Mens Club-St. Andrew’s Church, 
Scotia, N. Y., April 23, for the benefit of local relief work. It 
will be under the direction of William E. Savage, traveling 
freight agent, Southern Pacific. Soloists will include J. Dono = 
van, traveling freight agent, New York Central; J. F. Koons, : 
traveling freight agent, Central of New Jersey; F. Eddinger, = 
traveling freight agent, Lehigh Valley, and R. L. Nixon, com = 
mercial agent, Newtex Steamship Corporation. Moving pictures 
will also be shown. 


William L. Oxley, general agent for the American Mail line 
in Spokane and neighboring territory, has announced that the 
American Mail line and the Pacific Steamship company, operat- 
ing coastwise, have consolidated their traffic and operating 
departments. In addition to representing the American Mail 
and Pacific Steamship companies at Spokane he will also repre 
sent the Dollar Steamship lines and the Tacoma Oriental Steam- 
ship Company’s trans-Pacific service. 
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TELEPHONE COMPANY EARNINGS 


Large telephone companies reporting to the Commission 
had operating income in January of $19,151,186, a decrease of = 
$3,979,770 or 17.2 per cent as compared with January, 1931. = 
The number of company stations in service at the end of Jat = 
uary was 16,783,133, a decrease of 389,008 as compared with the 
number at the end of January, 1931. The statistics cover 10? 
companies, each having operating revenues in excess of $250,000 
annually. 
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If you could 
be certain that 


no change in rates 
no change in classification 
no change in transit privileges 


no change in service charges 
and regulations 


could possibly take effect without your know- 
ing about it in advance, wouldn't you be glad 
to set aside a few minutes each week to get 
the advance information? 


This is the opportunity offered to you in THE 
TRAFFIC BULLETIN—the companion paper of 
THE TRAFFIC \~WORLD—published through the 
co-operation of the Interstate Commerce Com- 
mission, the American Railway Association, the 
classification committees, and the territorial rate 
committees. It is mailed to shippers and carriers 
every Saturday morning. 


THE TRAFFIC BULLETIN is the completing link 
in the present rate-making machinery. Through 
its columns shippers get advance notice of 
changes in the carriers rates and services so 
that they may prepare for those changes or, if 
need be, file their objections or concurrences 
with the proposals. 


There is no guess work in THE TRAFFIC BUL- 
LETIN. You know exactly what you are get- 
ting. You can depend on its accuracy and 
completeness. You can take full advantage of 
the economies that come with up-to-the-minute 
knowledge of changes and developments. 


As a subscriber, you will receive fifty-two 
issues, four of which include the quarterly 
dockets of the Consolidated Classification Com- 
mittee. We invite you to share in the benefits 
of this service. Write for a sample copy and 
further particulars to 


THE TRAFFIC BULLETIN 
418 S. Market St., 


Chicago 
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Docket of the Commission 








NOTE—items in the Docket marked with an asterisk (*) hay, 
been added since the last issue of The Traffic Worid. New — 
ments now on the Commissien’s docket of dates later than here 
— will not bear asteriskg when they de appear. Cancellatinn 

nd postponements announ too late to show the change in thi: 
Boenke will be noted elsewhere. 





April go Veetingion. P . C.—Examiner Curtis: 
25094—S R. Powell, Jr., and E. W. Smith, receivers), 
vs, Car. & N. W. ih. et al. 


April 25—Washington, D. C.—Examiner Grinkley: 
Finance No. 4606—Excess income of C. ~@ 8. BR. R. 


April 25-26—Argument at Washington, tay = 
12964—Consolidation of railroads. 
April 25—Washington, D. C—.Examiner Glenn: 
24757—Limestone Products Corporation of America vs. L. & H.R 
Ry. et al. (adjourned hearing). 
April "=, City, Mo.—Examiner Archer: 
1. & S. 3646—Classification ratings on fruits and vegetables in west- 
ern territory 
13635_Consolidated southwestern cases, and cases grouped there. 


19738—~American Fruit Co., Inc., et al. vs. R. C. B. H. & W. RR. 


soe Meine Vegetable Shippers’ Bureau et al. vs. A. &R 
mR BR. and cases grouped therewith) (further hearing), 
1. & S. 3688—Vegetables with clipped tops from southwest. 
April 25-30—Kansas City, Mo.—Examiners Stiles and Parker: 
17000, part 9—Rate structure investigation, western district rates 
(and cases grouped therewith) (further hearing). 
April 26—New York, N. Y.—Examiners Hurley and Peyser: 
Transit on vegetable oils in southern territory (adjourned 
hearing). 
-% 26—Washington, D. C.—Examiner Disque: 
-&S . 3674—Unmanufactured tobacco in south. 


April 26—Washington, D C.—Examiner Zeitz: 

Fourth Section Applications Nos. 2506 et al. 

April 27—Chicago, Ill_—Examiner Johnson: 
1. & S. 3730 (and ist sup. order)—Iron and steel—Illinois territory 
to Minnesota. 
April 27—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 14624, filed by Cc. R. 1. & PB. By. 
April 27—Washington, D. C.—Examiner Woodrow 
oo No. 3644.—Excess income of Brooklyn : District Ter- 
mina 
April 28—Argument at Washington, D. C.: 
Finance No. 8948—Fort Worth Belt Ry. proposed control. 
April nee D. C.—Examiner Boat: 

F. S. App. No. 14665—Filed by Agent Leland, for authority to estab- 
lish and maintain rates on petroleum oil and products from, to 
and between pojnts in Arkansas, Kansas, Missouri and Oklahoma, 
without observing the fourth section. 


Agee ee. D C.—Examiner Curtis: 
- & &. 3547—Terra cotta from to and between points in southern 
* territory and between points in southern territory and points in 
official territory. 
April 28—Lexington, Ky.—Examiner Weems: 
Finance No. 9057—Application L. & N. R. R. for authority to 
abandon a line of railroad between Cliffside and Irvine, Ky. 
April 28—Oklahoma City, Okla.—Examiner Archer. 
1 onsolidated southwestern cases (and cases grouped there- 
wy (further hearing). 
1. & S. 3677—Fruit jar tops to the southwest. 
ae A dp isto Ill.—Examiner Johnson: 
. & S$. 3724—Paper and paper articles between W. T. 
9867_—-Michigan Seoer Mills Traffic Assn. vs. Santa Fe et ‘aL .-— 
hearing). 
April 29—Argument at eae. c.: 
23922 (and Subs. 1 a 2)—Siemer Paiiling Co. et al. vs. Pa. R. RB. 
et al. (and cases poe Rae therewith). 
yA 2—Atlanta, Ga.—Director Bartel: 
* Ex Parte 104, part Il—Terminal services (further hearing). 
May 2—Boise, Ida.—Examiner Disque: 
25135—Increases in intrastate freight rates and charges. 
May 2—Texarkana, Tex. hey: aa Sullivan: 
Finance No. 9164—Application K. S. Ry. for authority to acquire 
control by lease of certain lines a T. & . &. Ry. 
we Ae Ill.—Examiner Faul and Wilbur: 
19610—Switching rates in Chicago switching district.t 
Acme Steel Co. et al. vs. A. T. & S. F. Ry. et al. 

(tFurther hearing with respect to relation of rates and charges 
for switching in intrastate commerce to rates prescribed for like 
switching in interstate commerce.) 

Ma ay. 2—Frankfort, Ky.—Examiner Matting] 
135—Increases in intrastate freight “en and charges. 
Ma oy, 2—Little Rock, Ark.—Examiner Trezise: 
1385—Increases in intrastate freight rates and charges. 
May 2—Lansing, Mich.—Michigan Public Utilities Commission 
inance No. 9068—Application Tittahawassee R. R. for authority to 
soauire and construct certain lines of railroad in Midland county, 


“— Te York, N. 5 ei Mackey: 
: & S. 3723—Coal from Pa. to N YO. & oa Ry. points. 

May 2—Washington, >. C.—Examiner Molste 
aeag No. 8645—Northeast Oklahoma Railroad Co. contro] (fur- 

ther hearing). 

May 2-5—Dallas, Tex.—Examiners Stiles and Parker 
‘F000, part 9—Rate structure investigation, wentern district rates 
(and cases grouped therewith) (further hearing). 















PAGE 901 





oe ee Te Tee Week 





erg), 


* 
a ee 
Tia 
a — 
———- oe oe ee aa 
x ‘ Pa “ 5 
\ F 
3 


T is contact that enables one totalk around \ 
the world on thin strands of wire. It is con- 
tact that enables the motors of industry to turn 
the wheels of huge factories. And it is contact 
that enables a railroad to serve a nation. 
Representatives of the Norfolk and Western 
Railway are stationed in the principal cities of 
the United States. It is their duty to keep in 
contact with shippers and receivers of freight 
—to help you to solve your transportation 
problems. These contact men have come up 
through the ranks. They have learned freight 
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ry 


b- traffic by years of service and experience. They 

. are eminently qualified to be of assistance to 

: _you. The Norfolk and Western contact men 
in your locality should be valuable members of 

. your traffic staff. 

: Call any representative of the Norfolk and 


Western—he will be glad to work with you 
. —and for you. 





NORFOLK AND WESTERN RAILWAY 


PRECISION TRANSPORTATION 
ROANOKE, VIRGINIA 
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HERE’S HELP 
IN TOUGH TIMES 





How to 
INCREASE 


Your Sales 
through the use of 


AWA 


Merchandise 
Warehouses 








There’s a way to cut costs 
while increasing your sales 


and this 


FREE BOOK 


TELLS HOW 


F YOU haven’t seen this new 

book on modern selling and 
distributing methods, write today 
for your free copy. It tells how 
to gain regional or national dis- 
tribution for your product, at 
minimum cost . . . how to place 
spot stocks of your merchandise 
in the cities where your goods 
can be most readily and profit- 
ably sold . . . how to reduce 


contributed the facts, figures and 
ideas which this book presents. 
You'll read in it the experiences of 
such products as Lucky Strike, 
Beech-Nut, Bon Ami, Borden, 
Carnation Milk, Colgate, Comet 
Rice, Karo—and hundreds of 
others, made by manufacturers 
large and small. 

In these trying alert 
executives are finding fruitful 
branch house overhead by using knowledge and common-sense in- 
our warehouses as your own _ spiration in the A.W. A. Book- 
branch distributing points. let. Write today for your free 

Nationally-known merchandis- copy. Let us show you how to 
ers—famous for their success in get strategic distribution for your 
selling their maximum market— raw materials, manufactured arti- 
cles or service parts. Economical, 
efficient distribution—at minimum 
cost! That’s what A. W. A. ware- 
houses offer. The book tells how. 


times, 






a A ERICAN 
WAREHO SEMEN’S 
AS SS OC IATION 
2009 Adams-Franklin Building, Chicago, Illinois 


M 
U 
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May 3—Washington, D. C.—Examiner Simons: 
1. & S. Dkt. No. 3727 (and ist Sup. order)—Canned goods eastboung 
from Pacific coast. 


May 3—New York, N. Lag’ any: 
24878—Sinclair Refining Co. vs. T. & S. 
May 4—New York, N. . Soe Smet Sa Poncing 
23992—-Michael Comella et al. vs. D. L. & W. R. R. et al. 


ms 4—Argument at Washington, D. C.: 
bar ger a -Cummings Furniture Co. etal. vs. A.T.& SF Ry, 
et a 

24119—In the matter of application of F. E. C. Ry. under Sectio, 

5 (10), (11) and (12). 

May a. Ill.—Illinois Commerce Commission: 

* Finance No. 9188—Application of Jefferson Southwestern R. R, fy 
certificate permitting abandonment of its line of railroad. 


5—St. Paul, Minn.—Examiner Johnson: 
"2Boae—St. Paul Livestock Exchange vs. C. 
eta 
May 5—Argument at Washington, D. 
ae 4 (and Sub. 1)—Southwestern Virginia, Inc., et al. vs. N, & W, 


23654, Sub. No. 4—Kimbalton Lime ~*~ Inc., vs. N. & W. Ry. et ai, 
— (and Subs. 1 to 7, incl.)—Leas & McVitty, Inc., vs. N. & W. 


y. 
23842—State Corporation Commission of Va. et al. vs. N. & W. Ry, 


May 5—New York, N. Y.—Examiner Mackey: 
24893—Phoenix Utility Co. vs. Pa. R. R. et al. 
24922—Bausch & I.omb Optical Co. vs. N. Y. C. R. R. et al. 


May 5—Washington, D. C.—Examiner Curtis: 
1. & S. 3690—Fresh fish, Del., Md. and Va. to southern points, 
l. & S. 3704 (and ist Sup. order)—Fresh fish, southern points to 
eastern cities. 
May 6—Denver, Colo.—Examiner Haden: 
Fourth Section Application No. 14592, filed by E. B. Boyd. 
May 6—Atlanta, Ga.—Examiners Hurley and Peyser: 
24890—Transit on vegetable oils in southern territory (adjourned 
hearing). 
May 6—Argument at Washington, D. C 
23653 (and Subs. 1 to 3 and 5 to 10, 
C. & O. Ry. 
23855 (and Subs. 1 and 2)—Crompton Shenandoah Co. vs. C. & O. Ry, 
23842 (Sub. 1)—State Corporation Com. of Va. et al. vs. C. & O. Ry, 
24169—Mead Paperboard Corpn. et al. vs. C. & O. Ry. 
May 6—Norfolk, Va.—Examiner Snider: 
24912 (and Sub. 1)—Eastern Shore of Virginia Produce Exchange, 
Inc., vs. Pa. R. R. et al. 
May 6—Washington, D. C.—Examiner Curtis: 
23355—-J. Karondsky vs. Pa. R. R. et al. (and cases grouped there- 
with) (further hearing). 
may 6—Douglas, Ariz.—Examiner Sullivan: 
inance No. 9114—Joint application Arizona Eastern R. R., El Paso 
& Southwestern R. R., and Southern Pacific Co. for authority to 
abandon certain lines of railroad in Cochise county, Ariz. 


May 6—New Orleans, La.—Examiner Mattingly: 
25135—Increases in intrastate freight rates and charges. 
May 6—Oklahoma City, Okla.—Examiner Trezise: 
135—Increases in intrastate freight rates and charges. 
May 6—New York, N. Y.—Examiner Mackey: 
20734—-N. J. Coated Paper Co. et al. vs. Pa. R. R. (further hearing, 
for purpose of determining the amount of reparation due parties 
under findings in this case). 


May 6—Terre Haute, Ind.—Examiner Witters: 
24929—City of Marshall, Ill., vs. Pa. R. R. et al. 


oy 6—Salina, Kans.—Examiner Simons: 
102—Ostenberg Motor Co. et al. vs. Alton R. R. et al. 


May 7—Denver, Colo.—Examiner Haden: 
24919—Colorado Milling & Elevator Co. vs. 


May or, Va.—Examiner Snider: 
24942—J. A. Fore, trading as Carolina Lumber & Manufacturing 
Co., et al. vs. Car. & N. W. Ry. et al. 


7—Phoenix, Ariz.—Examiners Stiles and Parker: 
549 (and Subs. 1 and 2)—Concha Live Stock Co. et al. vs. A. T. 
& S. F. Ry. et al. 

19961 (Sub. 1)—F. A. Reid vs. A. T. & S. F. Ry. et al. (further 
hearing solely for purpose of determining amount of reparation 
due complainants under findings in these cases). 


May 7—New York, N. Y.—Examiner Mackey: 
24848—International Pulp Co. vs. N. Y. C. R. R. et al. 


May 9—New Orleans, La.—Director Bartel: 
* Ex Parte 104, part Il—Terminal services (further hearing). 


May 9—Albuquerque, N. M.—Examiner Haden: 
1. & S. 3731—Combination rule on lumber via D. & R. G. W. R. B. 


May 9—Greensboro, N. C.—Examiner Snider: 

22083—W. I. Anderson & Co. et al. vs. Southern Ry. et al. (further 

hearing) solely for purpose of determining amount of reparation 
due parties under the findings). 

20928—Froeber-Norfleet, Inc., et al. vs. Southern Ry. 

22645—W. L. Brogden Co. et al. vs. Southern Ry. et al. (further 
hearing, solely for purpose of determining amount of reparation 
due complainants under findings in these cases). 

. & S. 3725—Bones from, to and between southern points. 


9—Minneapolis, Minn.—Examiner Johnson: 
May 8 Minneapol Valley Canning Co. vs. Alton R. R. et al. 


May 9—Tulsa, Okla.—Examiner Simons: 
133 (and Subs. 1 and 2)—Transcontinental Oil Co. vs. A. & St. 4. 
B. Ry. et al. 
21810—Empire Refineries, Inc., et al. vs. A. T. & S. F. Ry. 
(further hearing with respect to rates for future). 
23637—Shaffer Oil & Refining Co. vs. A. & St. A. B. Ry. et al. (fur- 
ther hearing). 
May 9—York, Pa.—Examiner Cassidy: 
24993—John W. Eshelman & Sons vs. Pa. R. R. et al. 
21224—-Pfaltzgraff Pottery Co. vs. Pa. R. R. (Further hearing, solely 
for purpose of determining amount of reparation due complainant 
under findings in this case.) 
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KEEP 

THIS 

TIME TABLE e 

EASTWARD 
Ly. St.Louis (Big Four Ry) (CST)9:04 AM 
- (sr 10:05 “ 
“ Indianapolis.............. 2:05 PM 
“ Louisville (C & O Ry)... 1:00 “ 
“ Cincinnati... .... (EST) 5:45 “ 
Ar. Richmond................ 8:25 AM 
i: PE Ee 11:30 “ 
“ Washington. ............. 8:30 “ 
“ Baltimore (Penna. RR)... 9:50 “ 
“ West Philadelphia......... 11:36 “ 
IEE skins omneonniiian 1:30 PM 
WESTWARD 

Ly. New York (Penn.RR) (EST) 12:30 PM 
“ West Philadelphia......... 2:25 “ 
“ Baltimore... o.oo... 4:10 “ 
“ Washington (C &O Ry).... 6:01 “ 
Cn ore 2 * 
2 S35 * 
At. Cincinnati... 8:45 AM 
“ Louisville... (CST)10:59 “ 
“ Indianapolis (Big Four Ry) 10:40 “ 
DM sciciininnaicesicicetia 3:00 PM 
YM. accnsvnseviacen 4:15 “ 
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The World’s 
First Long Distance 


AIR-COOLED TRAIN 


Air-Cooled 
Sleeping Cars. . 


The GEORGE 
WASHINGTON 


Digressing a bit from your regular job, come with us 
aboard The George Washington—the most wonderful 
passenger train in the world. You will find no dust, no 
dirt, no noise. The air is fresh, pure, balmy. A modern 
air-conditioning system similar to that used in the finest 
theatres and public buildings supplies cooled, filtered 


air to every Car. 


Furnishings are in the graceful Colonial style of 
Washington’s day. Lounge cars offer every comfort— 
including radio. Restaurant cars have the atmosphere 
of a fine club, and serve delicious meals at moderate 
prices. Sleeping cars are cool and comfortable on the 
most sweltering days. Imperial Salon Cars offer 
individual seats to passengers who do not desire Pullman 
accommodations. There are many other comforts and 


conveniences entirely new to railroad travel. 


The next time you have an opportunity—ride on The 
George Washington, or tell your friends to use it. 


CHESAPEAKE «4 C)HIO 


The Road That Service Built 











THE 


PORT 
ALBANY 


Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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May 9—Albuquerque, N. M.—Examiner Haden: 
1. & S, 3719 (and ist supplemental order)—Dry hides from & p,, 
Tex., and N. M. " 
| 9—Los Angeles, Calif.—Examiner Sullivan: 
inance No. 9212—Application of S. D. & A. Ry. for authority ; 
acquire the railroad and properties of San Diego & Ariz, Ry 
and to issue and assume obligations in respect of securities. ~' 
Finance No. 9213—Application of Southern Pacific Co. for authorit; 
to acquire control of S. D. & A. Ry. and to assume obligation: 
a in respect of equipment trust certificates of §, D. & 
A, y. 
May 9—New York, N. Y.—Examiner Mackey: 
24970—American Agricultural Chemical Co. vs. S. A. L. Ry. (L. p 
Powell, Jr., and E. W. Smith, receivers), et al. > 
24954—-Carolina Power & Light Co. vs. Pa. R. R. et al. 


May 9—St. Joseph, Mo.—Examiner Witters: 
25080—South St. Joseph Live Stock Exchange vs. A. V. I. Ry. et al, 


7 9-14—Los Angeles, Calif.—Examiners Stiles and Parker: 
17000, part 9—Rate structure investigation, western district rates 
(and cases grouped therewith) (further hearing). 
May 10—Helena, Mont.—Examiner Disque: 
25135—Increases in intrastate freight rates and charges. 
May 10—Washington, D. C.—Examiner Armes: 
'1.. & S. 3636 (and 9 supplemental orders)—Cotton, woolen and knit. 
ting factory products between interstate points. 
24139—N. C. Corporation Commission et al. vs. A. & W. Ry. et aj, 
24140—N. C. Corporation Commission et al. vs. A. & R. R. R. et aj. 
24901—National Assn. of Cotton Mfgrs. vs. B. & M. R. R. et aj, 
oe _— Application No. 14336—Dry goods in south (adjourned 
earing). 


May 10—Minneapolis, Minn.—Examiner Johnson: 
24742—Truax Traer Coal Co. vs. B. F. & I. F. Ry. et al. 


May 10—New York, N. Y.—Examiner Mackey: 
25056—Geo. Allison & Co. et al. vs. N. S. R. R. et al. 
25024—-Federated Metals Corp. vs. Pa. R. R. et al. 

May 10—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14563—Filed by A. T. & S. F. Ry, 


May 10—Tulsa, Okla.—Examiner Simons: 
25095—Bader-Parks Co. vs. A. T. & S. F. Ry. et al. 
May 10—Williamsport, Pa.—Examiner Cassidy: 
25119—Cromar Co. vs. A. C. L. R. R. et al. 
| 1i1—Argument at Washington, D. C.: 
inance No. 8179—Mo. Pac. R. R. et al., proposed construction and 
trackage operation. 
May 11—Washington, D. C.—Division 6: 

Ex Parte 106—Six-hour day investigation. (In re effect upon oper- 
ation, service and expenses of applying the principle of a six-hour 
day in the employment of railway employes.) 

May 11—Washington, D. C.—Examiner Curtis: 
24996—D. A. Stickell & Sons, Inc., vs. Alton R. R. et al. 


May 11—Greenville, S. C.—Examiner Snider: 
19898—Western Carolina Shippers’ Assn, et al. vs. A. S. Ry. et al. 
(Further hearing solely for purpose of determining amount of 
(reparation due parties under findings in this case.) 
May 11—Pittsburgh, Pa.—Examiner Colvin: 
Amiesite Corp. et al. vs. A. C. & Y. Ry. et al. 


May 11—Minneapolis, Minn.—Examiner Johnson: 
25086—-Range Paper Co. vs. D. M. & N. Ry. et al. 


May 11—Tulsa, Okla.—Examiner Simons: 
23711 (and Sub. 1 and 2)—Dawson Produce Co. vs. F. E. C. Ry. et al. 
25069—Dawson Produce Co. et al. vs. A. T. & S. F. Ry. et al. 


May 11—New York, N. Y.—Examiner Mackey: 
25009—Federal Seaboard Terra Cotta Corp. vs. Pa. R. R. et al. 


May 11—Washington, D. C.—Commissioner Mahaffie and Examiner 
Mohundro: 
25000—In the matter of loading and unloading freight by means of 
hand cranes, electric cranes, electric gantry cranes, locomotive 
cranes, derricks and by other means. 
1. & S. 3684—Use of cranes at Pennsylvania R. R. stations. 
May 11—Lincoln, Neb.—Examiner Trezise: 
25135—Increases in intrastate freight rates and charges. 


May 12—Argument at Washington, D. C.: 
1. & S. 3659—Potato rates in W. T. L. territory. 
24733—Board of Railroad Commissioners of State of S. D. vs. 4 
T. & S. F. Ry. et al. 


May 12—Jamestown, N. Y.—Examiner Cassidy: . 
25077—Jamestown, N. Y., Chamber of Commerce et al. vs. J. W. 
& N. W. R. R. et al. 

May 12—Tulsa, Okla.—Examiner Simons: 

1. & S. 3697—Clay from southwestern points. 
25195—Continental Oil Co. vs. I.-G. N. R. R. et al. 

May 12—New York, N. Y.—Examiner Mackey: 
24986—National Cellulose Corp. et al. vs. B. & M. R. R. et al. 


May 12—Lincoln, Neb.—Examiner Witters: 
— =e 1)—Fairchild Clay Products Co. vs. A. T. & S.F 
y. et al. 


May 13—Argument at Washington, D. C.: : 
— _— Subs. 1 to 52, incl.)\—Penn Oil Co. vs. A. T. & S. F. By. 
et al. 
22222 (and Sub. 1)—Refiners’ Oil Co. vs. A. C. & Y. Ry. et al. 
22522 (and Sub. 1 to 24, incl.)—Shaeffer Oil Co. vs. M.-K.-T. RB. R 


et al. 
16534 (and Sub. 1)—National Refining Co. et al. vs. C. C. C. & St 
L. Ry. et al. 
16532—American Petroleum Co. vs. C. C. C. & St. L. Ry. et al. 
May 13—St. Paul, Minn.—Examiner Disque: 
25135—-Increases in intrastate freight rates and charges. 
May 13—Austin, Tex.—Examiner Mattingly: 
25135—Increases in intrastate freight rates and charges. 


May 13—Atlanta, Ga—Examiner Snider: 
1. & S. 3705—Fresh vegetables to, from and between south. | 
1. & S. 3706—Watermelons from, to and between southern points. 
1. & S. 3707—-Fruits to, from and between southern points. 
22268—Tri-State Traffic Co. vs. I. C. R. R. et al. 
F. S. App. No. 14614—Filed by Agent Tilford, for authority to ¢ 
tablish and maintain rates on watermelons, carload, between points 
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| “THE BUSIEST HARBOR 
‘1 WE HAVE SO FAR SEEN 


IN THE U.S.” 


Said the Commander 


of ‘‘Old Ironsides’’. 


Commander Lewis J. Gulliver of the famous 
frigate Constitution, after a tour which included 
every port of any importance on the Atlantic 
Seaboard and Gulf Coast, stated that Houston 
was the busiest port, without exception, that he 
had seen in his travels. 


This is borne out by the last official Shipping 
Board figures which show Houston as the only 
major port to register gains during a period when 
other ports were showing losses. 


The reasons behind this apparently irrepressible 
growth of Houston have to do primarily, of 
course, with its important location as the neck 
of the bottle that includes all the central United 
States. But aside from its natural advantages, 
low rail rates, modern facilities, minimum dock- 
ing and switching charges, and a group of effi- 
cient, forward-looking port officials play a most 
important part in bringing the volume of port 
business to new high levels. 


If you are looking for new markets or more 
economical ways to get your goods to old markets 
let us tell you more about Houston. Write to the 
Director of the Port, who will be glad to give 
you just the sort of information you need. 


DIRECTOR OF THE PORT 


5th Floor, Court House 
HOUSTON .. . TEXAS 


“A SERVICE INSTITUTION © 


MISSOURI PACIFIC STAGES 


TRANSPORTATION 
CROSSROADS 
OF AMERICA 


“The city surrounded by the 
United States’’... Almost half 
the population of the country 
resides within a 500 mile radi- 
us of this city and almost half 
the Class 1 railway mileage of 
the United States originates 
or terminates at St. Louis... 
one of the most important 
manufacturing and distribut- 
ing centers in the Middle 
West ... Terminal facilities 
provide the fastest inter- 
change of merchandise cars... 
A large, conveniently ar- 
ranged Union Station is used 
by every rail line entering the city .. . No change of sta- 
tions is necessary in this gateway city, the most logical be- 
tween the north and east and the south and southwest. 


St. Louis is the Home of 


The Lindbergh Trophies * Shaw’s Garden ’ Municipal Opera 
Symphony Orchestra ’ National Dairy, Horse and Hereford Shows 
World’s Champion Cardinals ’ Forest Park ” One of the finest zoo- 
logical collections in America ’ Some of largest producing shoe fac- 
tories in the country ’ World-famed chemicaland light beverage p 


And of the aS 


MISSOURI PACIFIC uNES! 


It is the starting point of the famous Scenic Limited, 
Sunshine Special, Texan and Southerner routes to 
Kansas City, Colorado, the Pacific Coast, Memphis, 
New Orleans, the Gulf Coast Country, Mexico, Texas 
Cities, Arizona and Southern California, with unex- 
celled freight service via these routes to this vast 
productive territory. 


DEPENDABLE 

FREIGHT AND 

PASSENGER 
SERVICE 


PACIFIC 12>. 
LINES 26; 


Auxiliary to Missouri Pacific Lines —— 


BUS SERVICE NORTH - SOUTH - EAST-WEST 
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NEW YORK TO OR FROM 


ALIFORNIA 


3 NEW ELECTRIC LINERS 


| 3 DAYS 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
Virginia ... Apr.30;June 11 Virginia... May21;July 2 
Pennsylvania. May 14; June 25 Pennsylvania .June 4; July 16 
California... May 28;July 9 California ..June18; July 30 
and fortnightly thereafter 
“from Los Angeles 2nd day following 


fonama facifie line 


* ALL NEW STEAMERS - 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61. North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 180 North Michigan Ave. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bldg. 
San Francisco, 687 Market St. Los Angeles, 548 8. Spring St. 
Cleveland, 1000 Huron Road San Diego, 1030 Fourth 8t. 


ALL 33,000 TONS IN SIZE 


Competition 
for Markets! 


The element of speed is vital_in 
these days of keen competition. Fast 
President Liners make available ex- 
press speed for your freight shipments 
to and from Yokohama, Kobe, Shang- 
hai, Hong Kong and Manila. Sailings 
every alternate Saturday over the short 
Through bills of 


route from Seattle. I 
lading issued to all Oriental ports. 


Express Cargo Liners augment this serv- 
ice with frequent, dependable sailings to 
and from the Orient. 


For information apply desk No. 6 
20 DNA WIE « 6.0:0:655:55,6:06:0600004.ee: wee 


1714 Dime Bank Bldg Detroit 


110 S. Dearborn St 
Union Trust Bldg. Arcade 
General Freight Office 


1519 Railroad Ave. So.......--.- . -Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


‘SRE 
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in southern territory on one hand and points in New Englang 
and Trunk Line territories, etc., without observing the Provisior, 
of the fourth section. (In connection with I. & 8. Dkt. No. sh) 


May 13—Washington, D. C.—Examiner Curtis: 
25073—Cold Springs Granite Co., Inc., vs. A. T. & S. F. Ry, et al 
May 13—Atlanta, Ga.—Examiner Snider: 7 
25071—Growers’ & Shippers’ League of Fla. vs. A. & R. R. R, et al 


May 13—Steubenville, O.—Examiner Colvin: 
120—American Vitrified Products Co. et al. 
Corp. et al. 

25171—American Vitrified Products Co. et al. vs. A. & W. Ry, 
May 13—New York, N. Y.—Examiner Mackey: 
24971—Endicott Johnson Corp. et al. vs. Erie R. R. et al. 


May 13—Minneapolis, Minn.—Examiner Johnson: 
24989—W oodrich Construction Co. vs. G. N. Ry. 


May 14—Omaha, Neb.—Examiner Witters: 
Fourth Section Application No. 14583, filed by F. A. Leland. 


May 14—Argument at Washington, D. C.: 
1. & S. 3561 (and 1st sup.)—Dried beans and peas from Rocky Moun. 

tain states to southwestern territory. 
21144—Williamson-Halsel-Frasier Co. et al. vs. O. S. L. R. R. et aj 


May 16—Argument at Washington, D. C.: 
23791—Keystone Steel & Wire Co. vs. C. & N. W. Ry. 
23148—Albertson & Co., Inc. et al. vs. A. C. & Y. Ry. et al. 
23628—Wyeth Hardware & Mfg. Co. et al. vs. A. T. & S. F. Ry. et al 
24274—Southern Traffic Service, Wilmington, N. C., for Southern 
Junk Co., vs. Clyde S. S. Co. et al. : 


| 16—Washington, D. C.—Examiner Borroughs: 
in 
oS 


vs. A. & A. Rp 


et al, 


ance No. 3792—Excess income of Kosciusko & Southeastern R, p 
oO. 
May 16—Chicago, Ill.—Examiner Johnson: 
1. & S. 3661 (and ist supplement)—Iron or steel pipe in W. T, I, 
territory. 
May 16—Cleveland, O.—Examiner Colvin: 
24714—Allied Oil Co., Inc., vs. A. C. & Y. Ry. et al. 
May 16—Ft. Dodge, Ia.—Examiner Clifford: 
24739—Farmers Grain Dealers’ Assn. of Ia. et al. vs. A. T. & SF 
Ry. et al. 
May 16—Los Angeles, Calif.—Examiner Haden: 
25038—Chris Larsen et al. vs. D. & R. G. W. R. R. et al. 
May 16—Washington, D. C.—Examiner Curtis: 
24819—Vera Chemical Co. of Canada, Ltd., vs. A. C. L. R. R. et al, 
15381—Vera Chemical Co. of Canada, Ltd., vs. A. C. R. R. et al. 


May 16—Watertown, N. Y.—Examiner Cassidy: 
24869 (and Sub. 1 to 3, incl.)—Newton Falls Paper Co. vs. N. Y.¢. 


R. R. et al. 
24869 (Sub. 4)—Pawtucket Glazed Paper Co., Inc., vs. N. Y. N. H. 
& H.R. R. et al. 
May 16—Pocatello, Ida.—Examiner Sullivan: 
Finance No. 9096—Application O. S. L. R. R. for permission to 
abandon a line of railroad between Talbot Jct. and Talbot, Ida. 
May 16—Dallas, Tex.—Examiner Simons: 
13535—Consolidated Southwestern Cases (and cases grouped there- 
with) (further hearing). 
May 16—New York, N. Y.—Examiner Mackey: 
23 (and sub. 1)—Sullivan-Hayes Coal Co., Inc., vs. N. Y. N. H. 
& H. R. R. et al. 
25049—Julius Yudkin et al. vs. N. Y. N. H. & H. R. R. et al. 
May 16—Omaha, Neb.—Examiner Witters: 
25075—Adel Oil Co., Adel, Ia., et al. vs. A. V. I. Ry. et al. 


May 16—Washington, D, C.—Examiner Fuller: 

* |. & S. 3736—Cement from Hudson, N. Y., to Mass. 

May 16—Galveston, Tex.—Director Bartel: 

* Ex Parte 104, part II—Terminal services (further hearing). 


May 16—San Francisco, Calif.—Examiner Rogers: ; 
* 20769—In re charges for protective service to perishable freight 
(adjourned hearing). 


May 17—St. Louis, Mo.—Examiner Berry: 

Ex Parte 104, part 1—Railroad fuel (inquiry to be made of follow- 
ing carriers): Missouri Pacific R. R., Missouri-Illinois R. R. 
St. Louis-San Francisco Ry., St. Louis, San Francisco & Texas 
Ry., Fort Worth & Rio Grande Ry., Missouri-Kansas-Texas R. R., 
Missouri-Kansas-Texas R. R. Co. of Texas, St. Louis-Southwest- 
ern Ry., St. Louis-Southwestern Ry. Co. of Texas, Terminal R. RB. 
Association of St. Louis. 

May 17—Argument at Washington, D. C.: . 
9200—Railway Mail Pay. (Application of White Sulphur Springs & 
Yellowstone Park Ry. and Farmers’ Grain & Shipping Co. for 
classification as separately operated railroads.) 

9200—Railway Mail Pay. (Application of Macon, Dublin & Savannah 
R. R. for classification as a separately operated railroad.) 

22852—-Texas City Board of Trade vs. A. & S. Ry. et al. ; 

23195—Galveston Chamber of Commerce et al. vs. A. & S. Ry. et al. 
May 17—Cleveland, O.—Examiner Colvin: 

24949—-Medusa Portland Cement Co. vs. A. & W. Ry. et al. 

May 17—Los Angeles, Calif.—Examiner Haden: ; 

24987—Standard Gypsum Co., Inc., et al. vs. A. T. & S. F. Ry. et a. 

May 17—Dallas, Tex.—Examiner Simons: 

Fourth Section Application No. 14605, filed by A. C. Fonda. 

May 17—Washington, D. C.—Examiner Shinn: 4 

Fourth Section Application No. 14403—Filed by W. S. Curlett al 
B. T. Jones, agents. 

May 17—New York, N. Y.—Examiner Mackey: ? & 

24957 (and Sub. 1)—Christian Feigenspan, a corporation, vs. D. 
H. R. R. Corp. et al. 

May 17—Omaha, Neb.—Examiner Witters: 

24026—Asherove Lime & Portland Cement Co. of Neb. vs. 
& Q. R. R. et al. 

May 17-20—Portland, Ore.—Examiners Stiles and Parker: | : 

17000, part 9—Rate structure investigation, western district rates 
(and cases grouped therewith) (further hearing). 

May 17—Madison, Wis.—Examiner Disque: 
25135—-Increases in intrastate freight rates and charges. 


Cc. B. 


NORTHWEST ADVISORY BOARD 


The thirty-eighth formal meeting of the Northwest Shippers’ 
Advisory Board will be held at Watertown, S. D., April 26. Thé 
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| Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 
SAILINGS» 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 
Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


Low Rates 


Distribution 


Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 


Ship to MEXICO 


BY STEAMER 
Fast Weekly Service 
New York to VERA CRUZ and TAMPICO 


Through Bills of Lading ‘to all points on the Mexican 
Railway or National ‘Railways of Mexico 


Regular Service from New York to PROGRESO and PUERTO MEXICO | 


WARDOLINE 


New York and Cuba Mail S. S. Co. 
Ft. of Wall St., New York City 


* 















* 





SOO 








LOOP LOCATION 


Seven city blocks of ground floor with office and warehouse space in individual units. Your Chicago branch 
can be properly housed with us. No cartage noe for deliveries to carriers on reshipments—Tunnel 
rackage 


station in our warehouse. 
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Candy Stored All Year 


TERMINAL Mine 2 


“Or. “fe. 
WAREHOUSES ——" 
519 W. Roosevelt Road FIRE PROOF 
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CALMAR LINE 


INTERCOASTAL SERVICE 


ARRIVES 








Voy 
STEAMER 







PORTMAR | 8 
ALAMAR 8 
YORKMAR | 16 
LOSMAR 8 
VERMAR 8 


TEXMAR /16 
FLOMAR 
























( 


The Only DIRECT | “B” 


Intercoastal Line 


Sailing From Philadelphia, Pa. 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


MO — & McCORMACK CO., INC., | png ta & HOYT, LTD., Agents 
en. Agts. Los Angeles, Cal., 410 Chamber of Com- 

mE. Md., 15 S. Gay St. merce Bldg. 

leago, M., S. Dearborn St. Oakland, Cal, ist and Market Sts 
Detroit,” Mich., mer - — Bk. Bldg. Portland, Ore., 917 Board < Trade, —. 
New York, N Broadw: 15 treet, 
Philadelphia, A nd “ Bldg. 
Pittsburgh, Pa., Oliver BI Idg. 


Subject to change without notice) 












San Franolsee, Cal., 2 
Matson Bid 
Seattle o Wash. “1519 Railroad Ave., South 


Regular Piers 






Pacific Coast 
Los Angeles—230-B Terminal Island 
Oakiand—Howard Termin 
Portiand, Ore.—Ne. 1 Ay Terminal 


San Franclsco—Pier N 
Seattle—Atiantie Dock Terminal 


Atlantic Coast 
Baltimore—Pier 7, Port Covington, West- 
ern Md. Ry. 















Philadeiphia—Pier 27-N, Reading Co. 





SAVE TIME 
and MONEY 


Ship Via 


—— The Port of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 





Illinois 


‘Sty b, 


Complete Service 
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executive committee will meet the same day, prior to the the construction of steel and concrete bridges over importay; 
meeting of the board. In addition to reports of commodity Long Beach streets, and a bridge over the Los Angeles flood 
committee chairmen as to prospective carloadings in the second control channel. 







quarter, and of railroad representatives, there will be addresses a 

by J. G. McFarland and Ray B. Bowden. Mr. McFarland will SUBSTITUTES FOR SECTION 15A 

speak on “Excessive Taxation and Its Causes,” and Mr. Bowden Chairman Rayburn, of the House committee on interstate 
on “Tomorrow’s Problem.” and foreign commerce, said April 21 he expected the final drat; 







Mayor Noonan, of Watertown, will make the address Of of the committee’s substitute for section 15a of the interstat, 
welcome and L. M. Betts, car service division, American Rail- ¢eogmmerce act would be ready next week. The main Provisions 
way Association, Washington, will survey the general transpor- of the bill were agreed upon some time ago but the legislative 
tation situation. Conditions local to the board will be reviewed rafting committee of the House has not completed the drafting 





















by District Manager P. J. Coleman. of the bill. (See Traffic World, April 9, p. 762.) 
a There has been talk of the committee combining the rate. 
LONG BEACH CUT-OFF making and holding company bills but nothing definite has bee 


decided. It was indicated that the two bills probably would not 
be merged. The feeling seems to be that the holding company 
bill will pass the House without opposition but that there wil 
be opposition to the rate-making bill because of its provision 
for retroactive repeal of recapture of excess earnings. 


A $2,000,000 railroad construction project, including cost of 
right of way, is involved in the announcement by the Union 
Pacific that it will proceed at once with the construction of the 
new Long Beach cut-off. The contract for the grading and 
concrete work incident to the project has been awarded. The 
co. contemplates that the new work will be completed CHANGES IN DOCKET 


The Long Beach cut-off involves the construction of 7% aes in - ag 3720 — ae “)_ =e" CS 
s " ‘ material in southwest, assigne or pri , at ot. ouls, Mo., be- 
miles of new branch line and replaces one and seven-tenths miles = 45), Examiner Archer was canceled and reassigned for June 1, at 


of the present line now in the downtown streets of Long Beach. St. Louis, Mo., before Examiner Witters. _ 
The work includes; in addition to grading, roadbed, and miscel- Argument in Finance No. 3733, excess income of Ft. Worth Belt 


laneous drainage openings, six grade separations incorporating ave ee Se aot at Washington, ©. C., was postponed & 


POSITIONS WANTED OR OPEN 


REPRESENTATIVES wanted in every city of the United States 
and Canada to market our traffic management service. Interstate 
Traffic Company, Washington, D. C. 

















Merchandise Storage 
Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 
















TRAFFIC MANAGER AVAILABLE—Broad and successful ex- 
perience traffic operating and classification matters, commodity and 
class rate adjustments, official, western, southern and southwestern 
territories, including Commission litigation; salary open. Box 358, 
care Traffic World, Chicago, Ill. 












Sw ostiars ant onaries | | ATTORNEYS AT LAW 


of General Merchandise = 
“aoe” | | ees HARRY C. AMES 
Lk fee ee eta taagg ATTORNEY AT LAW 
= a Viegale B So. INTERSTATE Successer te Keene & Ames 


a payee Fetes ‘Gommcee” Gownasos 
COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 





LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 









Rates and Routing cenit wt in One Book! and Attorney 
Sand Cor ar Philcade Building, Tulsa, Oklahoma 
G. R. Leonard & Co. Oklahoma City Office, Potreloum Bldg. 
155 N. Clark St., Chicago 15 E. 26th St., New York Washington Office, Southern Bldg. 















QPorwan 


F From—Stanferd, Seuth Norwalk, Bridgeport 
eine an SOamecsow New Londen and Norwich, Conn. 


Q ry ; . 
AN D eens Sisane sound = t Conran Oi enee To—C. F. A., W. T. L., Inter-Mountain, 
: Seymour C ONNECT/CUT : SF STERUNG Carelinas, South and Southwest 


as 
DIRECT EE y Fy pep tree SvlewerrCrr ‘Wig CLYDE, OLD DOMINION, SAVANNAH, 
4 : 


THRU RATES — 





QWiceiantic 
; 









Worwicn MALLORY and MORGAN S. S. LINES 








GakEnwiceg, 
WATER | one a THAMES RIVER LINE, INC. 
ROUTE ew voRK, a Aerie ency Pier 31 . R. im wan... YORK CITY 


TRAFFIC MANAGERS — Traffic and Commerce Specialists; Valuation Experts 
BISHOP & BAHLER HENRY J. SAUNDERS T. J. McLAUGHLIN 


Incorporated Sept. 16, 1914 CONSULTING ENGINEER TRAFFIC COUNSELOR 







TRAFFIC MANAGERS zi — Cases 
All Traffic and Transportation Motions ‘ Cost and Statistical Analyses—Matters Relating Interstate Commerce and State Commission 
Interstate ag ee sas to Rates—Consolidations and Valuations Departmental Service 


1006 Fifth Strest” Sacramento, 643 TRANSPORTATION BLDG. 713 Mills Bldg. 


Calif. 
Oakland: Galt “ee‘gan Franclscd, Calif. WASHINGTON, D. C. WASHINGTON, D. C. 

























